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Standing Firm on Principle 


THE London Transport Executive has been confronted 
with the choice between concession on a matter of 
principle which would have gone far to avert a strike 
Over busmen’s wages, and standing firm. It has chosen 
the latter course. In the dispute with the Transport & 
General Workers’ Union over the wage increase to bus- 
men, the Industrial Court, to which the matter had been 
referred, on the initiative of the union, the Court awarded 
an increase of 8s. 6d. a week for Central Road Services 
drivers and conductors only. This would cost London 
Transport £1,000,000 a year, which it would be very hard 
to find through effecting economies and reducing services. 
The Executive rightly accepted this award. The union 
Tefused it, and threatened a strike. During the past fort- 
night it seems to have been influenced to some degree 
by the restraint shown by the three railway unions 
in the British Railways wages dispute. At least it 
Suggested a compromise. The union leaders during dis- 
cussions earlier this week with Sir John Elliot, Chairman 
of London Transport Executive, proposed that the 
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amount needed to provide 8s. 6d. a week for Central 
Services drivers and conductors be divided. amongst all 
L.T.E. busmen, which would work out at 6s. 6d. a head, 
with no greater cost to the Executive. The latter could 
not accept this proposal, because by so doing it would 
be acting contrary to the Court award, and payment 
of higher wages to the grades not included in the 
award would open the way to leap-frogging of wages. 
Mr. Frank Cousins, General Secretary of the union, last 
Tuesday took the extraordinary step of asking Mr. Iain 
Macleod, Minister of Labour, to “use his good offices 
with the Executive in favour of the acceptance of the 
union’s suggestion.” The Government is known to main- 
tain that arbitration awards, such as that of the Industrial 
Court, should be not only accepted but adhered to. The 
Minister has refused to intervene. Nor should he have 
done otherwise. Grave as must be the effects of the bus 
strike planned to begin on May 5, it is not the duty of a 
Minister of Labour to buy peace at the price of a matter 
of principle which could well undermine permanently the 
basis of sound industrial relations, which is to keep faith. 
The dispute over busmen’s wages differs radically from 
that over railway wages, where the restraint shown at an 
early stage by the unions has diminished the prospect of 
a strike. The repudiation, reported as we went to press, by 
union delegates of Mr. Cousins’ proposals, and their 
decision to stand by their original demand for an increase 
of 10s. 6d. a week, do not fundamentally alter a grave 
situation. 


Canadian Trade Mission Report 


THE excellent travel arrangements made by British Rail- 

ways, including provision of a special train for the 
mission, receives special mention in the report, published 
last week, of the Canadian Trade Mission which toured 
Britain at the end of last year. “ All transport provided 
(including a special streamline diesel train magnificently 
equipped and operated),” it is stated, ‘“ showed the dele- 
gates that the world-wide and traditional reputation of 
Britain for assuring the comfort, speed, and safety of travel 
is still one of the most valuable British assets in a highly 
competitive world.” The party included two railway 
officers well able to judge the quality of the travel facilities : 
Mr. E. A. Bromley, Vice-President, Canadian National 
Railways, and Mr. H. P. Millar, Manager, Purchases & 
Stores Department, Canadian Pacific Railway. The report 
shows that the mission was favourably impressed with the 
efficiency and enterprise of British industry; British expor- 
ters are urged, however, to study the Canadian market and 
to improve their advertising and publicity, both of their 
own products and of British achievements in general. The 
mission found the quality of British machine tools high. 
It noted that much effort was being devoted to research 
and development work in the electrical machinery industry; 
North American standards and long-standing supply rela- 
tionships in the U.S.A. are stated to be an impediment to 
progress in this field. The report does not mention railway 
material; but in considering possibilities of Canada for the 
British railway equipment industries one should bear in 
mind the extensive orders for electric rolling stock and 
signalling equipment for the Toronto Transit Commission 
which have been executed by British builders. 


Railway Extension in Nigeria 


iu now seems probable that sufficient funds will be 

found to finance the extension of the 3-ft. 6-in. 
gauge Nigerian Railway 400 miles north-eastwards from 
Kuru, on the Plateau, to Maiduguri in the province of 
Bornu. Chief Festus Okotie-Eboh, Federal Minister of 
Finance for Nigeria, stated in London last week that he 
hoped to obtain a substantial loan from the International 
Bank towards the cost, estimated at £20,000,000. It is 
understood that the loan would be between £8,000,000 
and £10,000,000; the balance would be found from the 
Nigerian Economic Development Fund and by the 
Nigerian Railway Corporation. The proposed line will 
help agricultural development in the north-east, where 
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expansion of cultivation has been retarded by lack of rail- 
way outlets to the sea. Maiduguri is near the frontier of 
Chad Territory, the Northern part of French Equatorial 
Africa, with which a useful volume of traffic should 
develop. In addition, the line may in time form part of 
the projected east-west link across to the Sudan. Like 
several lines recently opened in relatively undeveloped 
territories, it is to be worked wholly by diesel traction. 


Republic of Ireland Transport Bill, 1958 


THE Republic of Ireland Transport Bill, the text of 
which was issued last week and is referred to else- 
where is this issue, proposes to enable the board of Coras 
lompair Eireann to reorganise the undertaking so that it 
may pay its way and preserve the railways as an integral 
part of the national transport system. Substantial financial 
assistance will be provided during the transition period so 
that the reorganisation of road and rail services can be 
completed with the maximum commercial freedom. The 
general obligations placed on the C.LE. will no doubt 
ensure that reasonable transport services are provided, but 
it is surprising, and indeed gratifying, that the board has 
been given full autonomy in providing services, closing 
lines and stations, and fixing of charges, especially as it is 
not obliged to provide substitute road services. C.LE. can 
be relied on to exercise restraint in applying these powers 
in an effort to achieve solvency. 


Skilfully Chosen Miscellany 


T° choose, for the limited contents of one volume, from 
more than 20 years’ issues of our associated periodical, 
The Railway Magazine, would tax the ingenuity of most 
railway enthusiasts. This selection has been ably carried 
out by Mr. Henry Maxwell, a keen but discriminating 
admirer of British railways in their golden age, for his 
‘* Railway Magazine Miscellany 1897-1919 ” (George Allen 
& Unwin, 30s.). The Railway Magazine last year cele- 
brated its diamond jubilee; this book marks the occasion, 
and articles and illustrations portray the period from 1897, 
through the golden age and the war of 1914-18, to the 
troubled years preceding grouping. The impression is of 
great technical progress in the first decade of this century, 
concomitant with survivals such as single-driver loco- 
motives, and of the drabness, from the railway point of 
view, of the first world war. There is much that is in- 
triguing, such as the Caledonian “ carriage of convenience ” 
(1899) and the reference to electric lighting of S.E.C.R. 
trains in 1900. Good photographic illustrations abound, 
from 1897 onwards. There are no signs of editorial 
insularity, but it is clear that during these years Britain 
was leading the world in most spheres of railway activity. 


Kent Coast Electric Services 


CONSIDERABLE acceleration of services on the Kent 
Coast line is planned by the Southern Region of 
British Railways when the first stage of the electrification 
scheme, that from Gillingham to Ramsgate and Dover, is 
completed next year. Everything possible is being done 
to ensure that the works now in progress are ready in time 
to include the new services in the 1959 summer timetable, 
effective from June. The most important of the new 
services will be the hourly-interval off-peak expresses 
between Victoria and Margate and Ramsgate, and Victoria 
and Dover Priory via Canterbury East. Trains for these 
services made up of new rolling stock will consist of four- 
coach units; the Ramsgate and Dover portions will divide 
and join up at Gillingham. The time allowed between 
Victoria and Margate for the hourly expresses is to be 
100 min., with seven intermediate stops—a considerable 
improvement over the existing service. The speed-up of 
business services between Cannon Street and Margate and 
Ramsgate connecting with Dover trains via Faversham and 
Canterbury, by 10-20 min., will be popular with most peak- 
hour travellers. Up trains will start later and arrive as at 
present; down trains will leave as at present and arrive 
earlier. 
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Catering in Frequent Interval Services 


@*** certain of the electric trains between London and 
the Kent Coast are to include refreshment facilities, 
The opportunity to obtain even light refreshments en route 
is an amenity of railway travel. It has long been provided 
on a lavish scale in Southern Region hourly electric services 
between London and the South Coast, and sometimes to 
an excessive degree. The Pullman service between 
Victoria and Hastings via Eastbourne seems to be one 
example; we have seldom seen many sales of food or drink 
east of Eastbourne, even at summer weekends. Ample 
refreshment facilities are to be available in the London- 
Hastings via Tunbridge Wells diesel trains in the summer 
timetable from next month. Staffing the cars is one 
problem. Stock working is another: a locked restaurant 
or buffet car or even a pantry is not a good advertisement, 
even although, in the sort of train in which it is locked, 
there may be few passengers to see it. On balance, it is 
better to accept some loss on train catering, as a necessary 
item in providing a passenger service. 


Large Concrete Blocks for Bridge Span 


A REMARKABLE feature of the four-track underline 
skew bridge being built by the London Midland 
Region to carry the Manchester-Crewe line, now being 
electrified, over the Stockport Road in Manchester is the 
size of the 64 hollow, pre-cast concrete blocks forming the 
four post-tensioned concrete beams, one for each track. 
The blocks, which vary in size because of the angle of the 
bridge, weigh some 35 tons each, so that each beam will 
weigh over 500 tons. The slightly-arched span is 122 ft. 
wide. This method of construction was chosen because by 
using pre-cast units there is a saving in time which will 
minimise interference with train services. The method 
is not new, but the bridge will be one of the largest in the 
country to be erected in this way. It replaces two existing 
bridges which were not suitable for supporting the 
ballasted tracks needed for intensive traffic after electrifica- 
tion. Erection is alongside the existing bridges; each new 
beam will be assembled on a platform between rolling-in 
trestles, post-tensioned, and rolled in. 


Trends in the Design of Diesels 


cy= question to be discussed by Section II (locomotives 
and rolling stock) at the seventeenth session of the 
International Railway Congress Association in Madrid in 
September is the design and improvements of diesel rail- 
cars and multiple-unit sets. Last week we published a 
summary of the report on the answers from railways in 
English-speaking countries and those which generally 
follow British practice; the report on the replies from the 
corresponding Continental group is summarised elsewhere 
in this issue. The Association, in collating so much 
information from such a large number of railway adminis- 
trations provides, in a convenient form, an indication of 
current trends and thought. One factor which the report 
underlines, for example, is the changeover of most rail- 
ways to the wide use of hydraulic or hydro-mechanical 
transmission systems for diesel powered vehicles, whereas, 
at the 1937 meeting of the Association, electric transmission 
was generally favoured for powers in excess of 200 h.p. 
This was perhaps largely because of inexperience with 
hydraulic-type transmissions. Another topic is the 
application of pressure-charging which has now been used 
on engines in excess of 200 h.p. by railways in Germany, 
Sweden, Norway and this country. In other instances also 
one notes that British Railways practice agrees closely 
with that of other administrations, despite the great differ- 
ence in operating conditions. 


Electric Locomotives on Suburban Trains 


THE working by electric locomotives of the intensive 
suburban service of the Eastern Railway of India 
over the former East Indian Railway between Howrah 
(Calcutta) and Bandel is an illustration of what seems to be 
a new tendency on electrified railways. 


The distance 
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between the terminus and Bandel is only 25 miles, with 
14 intermediate stops, and the service is suitable for opera- 


tion by multiple-unit sets. These are being built, and 
presumably will work the Bandel locals as soon as they 
can be placed in service. The present arrangement is 
stated to have its advantages. The coaching stock of the 
trains now electrically hauled is still serviceable, and the 
steam locomotives released from the old E.LR. line have 
been transferred to augment motive power for Eastern 
Railway locals over the former Eastern Bengal Railway 
in and out of Sealdah terminus. Even although this 
haulage of suburban trains by electric locomotives may be 
a temporary measure, there is a tendency on railways 
where all traffic is electrically worked, to employ loco- 
motives on both passenger and goods trains so as to 
afford maximum locomotive user; and to operate a rela- 
tively small proportion of passenger trains with multiple- 
unit stock. This is now the practice in several countries. 


Last British Railways Beyer-Garratt 


THE announcement that the London Midland Region 
locomotive No. 47994 is to be withdrawn from 
service means that the last example of the Beyer-Garratt 
type of locomotive will no longer be seen on British Rail- 
ways. The Garratt principle of articulation was invented 
by H. W. Garratt in 1907, when the sole rights were taken 
over by Beyer, Peacock & Co. Ltd., that firm being respon- 
sible for the detail design. Since then Beyer, Peacock 
has brought Garratts to their present highly specialised 
stage of development. This is seen, for example, in such 
recent designs as the ““GMAM” class 4-8-2 + 2-8-4 for 
South African Railways and the “20th” class of the 
same wheel arrangement for Rhodesia Railways; the latter 
system has purchased or ordered some 250 Garratt loco- 
motives, a tribute to their reliability and performance. 
No. 47994 was one of 33 2-6-0+0-6-2 engines owned by 
the former L.M.S.R. and they were principally used for 
hauling mineral traffic between Toton Sidings and Brent; 
but as with the only design for a main-line British railway, 
on the former L.N.E.R., normal practice then extant did 
not seem to have allowed the fullest use to be made of the 
locomotives’ potentialities, though conditions in this coun- 
try seldom offer the scope in the form of long and heavy 
freight trains. However, railways overseas and some 
industrial undertakings in this country which still operate 
Garratt locomotives profit by the good performance and 
reliability of the various designs. 


Parliamentary Wisdom 


PARLIAMENT came through last week’s debate on 

transport better than either the Minister, Mr. Harold 
Watkinson, or the British Transport Commission. 
Conscious of the delicate talks in progress on the railway- 
men’s wages claims, Members speaking for the Opposition 
Stepped firmly but cautiously, whereas the Government 
spokesmen were unconvincing in their denials of 
Ministerial responsibility for the Commission’s difficulties. 
As for the Commission itself, the House found the 
assertion by the Parliamentary Secretary, Mr. G. R. H. 
Nugent, that the Chairman of the Commission, Sir Brian 
Robertson, still maintained that the target of breaking even 
by 1962, unrealistic optimism. A debate which, coming 
in the midst of the wages crisis, might have done harm, 
seems to have served a useful purpose. It has clarified the 
Position of both Government and Opposition as to the 
nationalised transport system and shown the Commission 
the treatment it can expect from both. 

The Opposition attack centred on interference by suc- 
cessive Ministers in the Commission’s affairs, particularly 
as regards charges. Although its allegations may be 
somewhat exaggerated, that is mere political licence; and 
In substance it has a case as has been stated in these 
columns as occasion demanded. It was therefore gratify- 
ing that the Minister, in closing the debate, stated that the 
Commission was master in its own house in regard to 
charges, if it means that he eschews any repetition of 
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former interventions. When Mr. Ernest Davies, Labour 
Member for Enfield East, challenged him by drawing his 
attention to a speech made by the Minister immediately 
after the award on bus wages last month and on the eve 
of the hearing on the railwaymen’s claims, in which he 
had stated that higher wages must not come from higher 
fares, Mr. Watkinson stated he had merely said he could 
not defend any such increases. That does not correspond 
with all Press reports but at least the Minister’s intention 
to allow the Commission to enjoy the freedom conferred 
upon it by the 1953 Act is on record. In any case, the 
Government is firm in its decision not to increase the 
limit of £250 million set on deficit borrowing; so the 
Commission must itself find the money for any increase 
in costs. Clearly, higher charges is not the answer, as 
for the most part these have met consumer resistance and 
the law of diminishing returns is in operation. 

More important than this re-statement of the Govern- 
ment position was Parliament’s insistence, expressed by 
all parties, that the modernisation plan must be pressed 
on with all possible speed. The cuts were generally 
regretted as being likely to delay the day when the B.T.C. 
could pay its way again. But here the Commission was 
put in poor light because it emerged from the two 
speeches made by Mr. Nugent and the Minister, that 
when the ceiling was imposed last autumn the effect 
of the limitation on capital expenditure was not fully 
appreciated. At that time it was stated that the Com- 
mission was satisfied that restriction of expenditure on 
the accelerated programme to £145 million for each of 
the years 1958 and 1959 would not delay the fulfilment 
of the programme as outlined in the White Paper “ Pro- 
posals for the Railways.” Equally Sir Brian Robertson 
expressed the view that the target for breaking even could 
still be fulfilled. This view he adheres to, but recently the 
harmful effect of the cuts on the Commission’s antici- 
pated revenue position, particularly in regard to the 
retardation of dieselisation, has been disclosed. Explana- 
tion of failure to realise this when the cuts were agreed 
upon given by Mr. Nugent, was that only a few weeks 
afterwards were the modernisation plans of the Regions 
received by the Commission and the Government could 
not then reconsider the capital provisions. It seems 
strange that the Commission should have overlooked the 
fact that it did not know at the time what capital 
expenditure was being planned by the Regions, nor 
inquire into the likely effect of the cuts on them before 
agreeing to the Minister’s restrictions. 

Be that as it may, it is gratifying that the modernisa- 
tion plan is proceeding to its original schedule, although 
regrettably the Commission is not yet permitted to revert 
to its accelerated programme. The wish of Parliament, 
so strongly expressed during the debate, that the plan 
should proceed with all possible speed should strengthen 
the Commission’s hand in seeking restoration of the cuts 
and freedom to give the order to the Regions to go full 
steam ahead once more. 


Finding the Money for Higher Wages 


THE feeling of relief that a strike on British Railways 

is not now imminent must not obscure the gravity of 
the present situation as to the railway wages dispute. As 
we went to press, the Minister of Transport & Civil 
Aviation, Mr. Harold Watkinson, and technical staff of 
the Ministry were considering the proposals submitted by 
the British Transport Commission for effecting economies 
on British Railways, and it was understood that further 
suggestions for economy measures might be made to the 
Minister. The Commission cannot now find the amount, 
possibly £30 million a year, needed to enable it to grant 
the wage demands of the three railway unions. There is 
to be no increase in the amount of the Treasury loans 
to the Commission to tide it over its annual deficits; and 
a subsidy for the railways has been categorically, and very 
properly, condemned by Mr. Watkinson as disastrous. 
To raise its charges would price the Commission out of 
the market. Therefore, to be in a position to pay higher 
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wages, the Commission must increase its net receipts or 
effect economies in operation, or both. 

The demonstration, to the Government, that the Com- 
mission and the unions can effect economies so as to make 
British Railways a viable concern is a condition of recon- 
sideration by the Government of its policy of restricting 
investment in the railway modernisation plan. 

In its view, which we believe to be right, both these 
courses depend largely on acceleration of the railway 
modernisation plan—or, rather, on restoring the pace of 
implementation to the higher rate reached before deceler- 
ation caused by the economy measures introduced last 
autumn by Mr. Peter Thorneycroft when Chancellor of 
the Exchequer. Neither offers the prospect of a quick 
return. Whether the unions will be prepared to await an 
improvement, and a problematical one, in the fortunes of 
British Railways is debatable. Nor is it easy to see how 
any considerable economy can be achieved that does not 
in some way involve diminution in the number of men 
employed. This latter factor might have mattered less a 
year ago, though the unions have always opposed in 
principle measures which might lead to any considerable 
redundancy. Today, with unemployment prevalent in 
several industries and the fear of it widespread, any step 
which might cause redundancy must be unpopular, even 
although it may result eventually in better pay and con- 
ditions for the majority of those employed in the industry. 

An official announcement after the meeting with the 
Prime Minister last week refers to possible Government 
support for reductions by the Commission of uneconomic 
services. To close down the remaining, relatively small 
mileage of branch and secondary lines on which there is 
an actual working loss, apart from their possible value as 
feeders, would achieve little. More could be effected by 
extensive closings of lines which are marginal, which do 
not, for instance, contribute to overheads or central 
charges. That would be an unpopular step, for which 
Government backing would be useful. 

It is unlikely that the Commission has been able to 
suggest anything drastic as regards economies, apart from 
those incidental to modernisation. Various suggestions 
have been mentioned. They include relieving the Com- 
mission of its statutory duty to man level crossings, which 
is said to save less than £1,000,000 a year; and the transfer 
to local authorities of the obligation to maintain certain 
bridges, which also is unlikely to save an appreciable 
amount, apart from its unpopularity with the authorities 
concerned. A great many nominal savings could be made 
in negative ways, by cutting down maintenance of premises 
or rolling stock, for instances. If, as presumably is the 
case, maintenance already is reduced to essentials, further 
cuts would be worse than cheeseparing; they would merely 
cause deterioration of plant or premises. The false 
economies attempted by some railways during the depres- 
sion of the 1930s should have taught a lesson in this 
respect. For the last few years, a great deal of time and 
energy has been expended by the Regions of British Rail- 
ways on finding scope for economies; if this has been well 
spent there should by now be little scope left. 

The more positive steps made possible by speeding up 
modernisation are another matter. When slowing down of 
modernisation became imperative, the number of diesel 
locomotives bought was reduced. This was decided on as 
preferable to slowing down electrification work. The latter 
is a long-term measure, and changes in plans would have 
caused great disturbance. It is now stated, how far 
correctly it is impossible to judge, that in deciding to cut 
the procurement of diesel motive power, the Commission 
and the managements of the Regions did not at the time 
realise as fully as they do now the extent of the economies 
which can be realised by substitution of diesel for steam 
power in the conditions obtaining on British Railways. 
What has been achieved by such substitution on railways 
overseas is well known. Figures issued only recently, in 
respect, for instance, of the English Electric “ Deltic” 
main-line passenger locomotives for the Eastern Region, 
show that 22 of these can do the work of 55 Pacific steam 
locomotives on the East Coast route, where the steam 
locomotive operation is believed to be remarkably eco- 
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nomical. This ratio of 2:5 excels the figure of “ at least 
1:2” given in respect of replacement of steam power on 
the U.S.A. Class 1 railways over the past 30 years. How 
far it will be possible for diesel locomotives to be single- 
manned in accordance with the agreement concluded 
between the Commission and the unions is problematical, 
It will be possible on a large scale, with skilful rostering 
to ensure that advantage is taken of mileage, hours, and 
other factors. On the other hand, the two unions con- 
cerned, the Associated Society of Locomotive Engineers & 
Firemen, and the National Union of Railwaymen, will not 
accept widespread single-manning of main-line diesel loco- 
motives with enthusiasm. 

The modernisation plan as a whole, implementation 
of which was intended to be spread over 15 years, can 
afford no quick return. The completion of various parts 
of it, such as the continuous braking of fast freight trains, 
will result in better service, which in turn should afford 
higher freight revenue, if there is skilful quotation of 
rates and selling of service by the commercial staff con- 
cerned. 

There is perhaps a danger that too much faith will be 
pinned in purely material measures to increase revenue. A 
great deal has been said about selling transport and 
quoting rates. No doubt the capture of traffic is being 
made increasingly difficult by the apparent shrinking in the 
amount of freight being despatched by industry and com- 
merce, and, also, perhaps, by a reduction in holiday traffic 
to be expected this summer as a result of restricted personal 
expenditure. 

A great responsibility lies on the trades unions. There 
is, we believe, a great deal which could be done by 
individual railwaymen to increase productivity. It would 
not cause redundancy to a degree which could not be offset 
by natural wastage, if men of all grades worked hard 
enough to enable the staff on many of these jobs to be 
reduced; and if they took every possible effort to improve 
the service to the railways’ customers. 


Central Transport Consultative Committee 


TH annual report of the Central Transport Consultative 

Committee for Great Britain for the year ended 
December 31, 1957, again deals at some length with the 
subject of substituting diesel railcars and light diesel 
multiple-unit trains for uneconomic steam services. The 
committee, under the chairmanship of Lord Coleraine, 
notes with satisfaction that where diesel trains have been 
brought into operation remarkable improvements have 
nearly always occurred, in the frequency of service, and 
in timekeeping, and also in receipts and the reduction of 
costs. There is a tendency, however, on the part of the 
general public to think that all services can and should be 
converted to diesel traction or electrified forthwith. The 
magnitude of the capital cost involved is not appreciated, 
nor is it always realised that because of a lack of traffic 
potential in some areas, there are services which, however 
convenient, quick or comfortable, can never pay. 

The committee has continued to watch with particular 
interest the experimental use by the London Midland 
Region of single diesel cars, capable of being driven from 
either end, on the Bletchley-Banbury line; this branch 
serves a particularly rural area where there are not even 
many villages of appreciable size. Banbury and Bletchley, 
however, are both busy railway junctions. Information 
shows that receipts, which had been very low, have 
increased three- or four-fold, and costs have been cut by 
about one-third; but since the diesel service was brought 
into operation the working loss is still so great that 
although there may be other reasons which would justify 
retaining it, there are certainly none on the traffic figures 
alone. 

On the other hand, the committee considers that on 
lines where the gap between costs and receipts is less 
formidable than on this branch, the introduction of a 
light diesel service to replace steam is undoubtedly going 
to change the situation to a greater extent than was 
realised by British Railways until very recently. The hope 
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is expressed that when the other lightweight railcars now 
under construction are brought into service, costs will be 
‘still further reduced on rural branch services, and that 
a number of the latter, which now show considerable 
losses, will bring in enough additional revenue with diesel 
operation to justify their retention, even though they may 
not show a profit. 

Major complaints of bad timekeeping by main-line 
trains were investigated by the committee, which can 
report a welcome improvement during the first part of last 
year. This was, no doubt, assisted to some extent by the 
inter-Regional competitions sponsored by the Commission. 
During the summer, however, a disappointing setback 
occurred, and at one time over 30 per cent of main-line 
trains were arriving more than 5 min. late. This was 
caused partly by major civil engineering works, such as 
the widening and electrification of the Kent Coast line, 
which had a marked effect on the hitherto satisfactory 
time-keeping records of the Southern Region. 

Other failures, the committee reports, appear to have 
been caused by an undue optimism in compiling time- 
tables and accelerating train speeds which has resulted in 
some main-line expresses being given timings which can 
only be maintained in ideal conditions. The committee 
believes that most passengers would prefer to stay a few 
minutes longer in a train if they know it is likely to 
arrive on time, rather than travel in a faster train which 
sometimes reaches its destination very late. Too ample 
recovery margins, on the other hand, are rightly con- 
demned in the report as leading to a slackening of effort, 
whilst tight timings are conducive to smart working. 

During the year, the committee made a_ thorough 
investigation into the time taken to deliver full wagon 
loads of freight, and into the number of cases where such 
wagons had been lost in transit. It was found that of 
19,000,000 wagons of freight forwarded by British Rail- 
ways in 1956, some 15,400 went temporarily astray, and in 
about 1,350 cases the railway failed altogether to establish 
the identity of the consignment. In view of the small 
percentage of wagons lost the committee does not consider 
the problem of lost wagons as very serious, but rightly 
points out that every wagon lost or unduly delayed may 
result in a customer being lost to rail. 


Scottish Region Summer Passenger Timetable 


RINCIPAL addition to the train services in Scotland, 
operative from June 9, is the second “ Caledonian ” 
which, like the “ Fair Maid” and the “ Talisman” on the 
East Coast Route between Edinburgh and Kings Cross, 
will provide morning and evening services in each direction 
between Glasgow and Euston. The southbound evening 
“Caledonian ” will leave Glasgow Central at 4 p.m. and 
cover the 102°3 miles to Carlisle in 107 min., like the 
morning train; stopping also at Stafford it will reach 
Euston at 10.45 p.m. In the reverse direction the new 
morning “Caledonian” will leave Euston at 7.45 a.m., 
call at Crewe and Carlisle, and with a 107-min. timing from 
there will be in Glasgow by 2.30 p.m., giving better scope 
to the business man for afternoon appointments in Glasgow 
than does the 3.10 p.m. Euston arrival of the up morning 
“Caledonian ” for similar fixtures in London. 

On the East Coast Route the transformation effected in 
the through Kings Cross-Edinburgh-Aberdeen services in 
September, 1957, is to be maintained practically without 
alteration. The only change of any note is that in the 
northbound direction the 6.40 a.m. from Edinburgh 
Waverley will terminate at Dundee, the Aberdeen sleeping 
cars from London being transferred to a new train at 
7.9 a.m., which will call at the same stations and reach 
Aberdeen at 11 a.m., 26 min. later than hitherto. Passen- 
gers by this train will now have the advantage of restaurant 
car facilities, as the breakfast car will be transferred to it 
from the present 7.30 a.m. from Edinburgh to Aberdeen, 
which will, however, continue to run in its present times. 
The 9.50 p.m. from Kings Cross to Edinburgh, which last 
Summer ran on Fridays only and was confined to second 
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class accommodation, this summer will be a train for both 
classes of passenger and with sleeping car accommodation. 

Some of the narrowly-missed connections of the past in 
Scotland are now being linked up by alterations in the 
schedules of the trains concerned. This summer the down 
“ Royal Highlander ” is to be preceded from Aviemore by 
a stopping train at 7.40 a.m. to Inverness, so that the stops 
of the former train between these points will be conditional 
only; it will therefore arrive in Inverness 13 min. earlier, 
at 8.54 a.m., connecting with the summer 9.10 a.m. (pre- 
viously 9.5, missed by 2 min.) from Inverness to Kyle of 
Lochalsh. There are still, however, several missed con- 
nections to which attention might well be paid. The 
southbound ‘“ Royal Highlander,” similarly preceded to 
Aviemore by a 5 p.m. slow train from Inverness, and 
thereby accelerated 25 min., will start from Inverness at 
5.40 p.m., at precisely the same moment as the 5.40 p.m. 
arrival is running in from Tain and Dingwall. 

Elsewhere an excellent afternoon service might be given 
from Galashiels and Hawick to Birmingham and London, 
were it not that the 2.36 p.m. from Edinburgh to Carlisle 
will miss the afternoon “Caledonian” at Carlisle by 
6 min. Equally the northbound “ Waverley” from the 
Midlands and Carlisle will still fail by a 7 min. margin to 
connect at Edinburgh Waverley with the 6.45 p.m. to 
Dundee and Aberdeen. On the other hand, the change in 
starting time of the 10.10 a.m. from Kings Cross to Glas- 
gow to I! a.m. will cut down from 67 to 16 min. the wait 
at Edinburgh of passengers for Dundee and Aberdeen, 
with a 5l-min. acceleration of their journeys. 

On the Deeside line there is a considerable improve- 
ment in the service between Aberdeen and Ballater, result- 
ing from the introduction of the battery-driven railcar. 


Queensland Railways 


R. G. V. MORIARTY, Commissioner of Railways in 
Queensland, has sent us a copy of his report to the 
Minister of Transport upon their working during the year 
ended June 30, 1957. It shows that gross earnings amounted 
to £A 35,810,855 (£A 30,504,757) and working expenses to 
£A 36,949,761 (LA 33,069,820), so that the operating loss 
was £A 1,138,906 (£A 2,565,063); the corresponding figures 
for 1955-56 are those in brackets. Taking into account 
interest on capital, £A 3,212,527 (£A 2,900,491), the year’s 
deficit was £A 4,351,433, or £A 1,114,121 less than that in 
the previous year. 

The bulk of the rise in earnings was caused by an in- 
crease in goods traffic revenue of no less than £A 3,699,979, 
mainly secured by raised charges. The £A 3,879,941 total 
increase in working expenses was due largely to higher 
wages, award variations and basic wage increases together 
accounting for £A 1,681,197. A further £A 662,530 rise in 
expenditure was the result of higher costs of stores, equip- 
ment and fuel. 

Though country passenger journeys fell slightly, increased 
fares more than compensated for that fall. Suburban 
passenger journeys also were fewer for the first time since 
1950-51, the decrease approaching the million mark, for 
though the higher fares produced increased revenue, they 
probably diverted some traffic to road transport. 

The following were some of the principal operating 
results : — 


1955-56 1956-57 
(Thousands) 
(a) 3-ft. 6-in. gauge lines— 

Passenger journeys 35,485 34,117 
™ train-miles 7,320 7,401 
Goods tonnage carried = 7,902 8,151 
» &mixedtrain-miles .. 11,728 12,408 

(£A thousands) 
Passenger parcels, etc., receipts 4,489 4,957 
Goods traffic PS 25,140 29,843 
Total earnings . . 30,505 35,811 
Working expenses 33,070 36,950 

(b) 4-ft. 84-in. gauge lines— (Thousands) 
Passenger journeys... 194 180 


Goods tonnage carried 380 


s) 
867 
840 


364 
(£A thousand 
808 
804 


Total earnings . . 
Working expenses 


The gross ton-mile figure for the year under review 
was the highest ever achieved, being 5,358,878,510, which 
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is 318,747,308 higher than that for 1955-56, and 270,941,240 
more than the previous record in 1954-55. 

The effect of the use of diesel-electric locomotives on 
traffic working was very marked. Compared with steam 
locomotives, figures in brackets, the average number of 
effective diesel-electrics was 31:6 (373°1) during 1956-57, 
and the average engine-miles per locomotive were 117,397 
(34,613), the average train-miles per locomotive were 
113,693 (24,291), and the average gross ton-miles per loco- 
motive were 46,157,991 (6,704,915), seven times the steam 
figure. During the year 16 new diesel-electric and nine 
new steam locomotives were received from the builders; 
there were also two small diesel-mechanical locomotives 
supplied to the Innisfail Tramway. Of the 16 main-line 
diesels, 10 were of 1,425 h.p., received from the Clyde 
Engineering Co. Ltd., of Granville, N.S.W., and the re- 
maining six were 710-h.p. units from Australian Electrical 
Industries Pty. Ltd. A further order for 10 main-line 
diesel-electrics was placed with Clyde during the year, 
delivery to be completed by March, 1958. 

Altogether during the 10 years to June 30, 1957, 213 
new locomotives of all kinds were placed in service and 
147 were condemned. Actually, the number of diesel- 
electrics in service on that date was 44, and by then the 
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Brisbane-Toowoomba_ section had been completely 
dieselised except for shunting duties. During 1956-57 15 
second-class brake composites and one first-class sleeping 
car were turned out of the Ipswich shops. The wagon stock 
was increased by 222 new vehicles. Three new 250-hp, 
diesel railcars were placed in traffic. 

Quadrupling was in hand between Corinda and Zill- 
mere and good progress was being made with bridge and 
other works. Also, doubling continued between Eagle 
Junction and Clayfield, including the lowering of the line 
at Sandgate to permit of an overbridge to replace the level 
crossing. The new bridge over Brisbane River at 
Indooroopilly was nearing completion, and the Burdekin 
River rail and road bridge was officially opened on June 15, 
1957. Another new high-level bridge was being built over 
the Houghton River at Giru, at an estimated cost of 
£A 275,552. Many timber bridges were being eliminated 
or shortened. A total of 1,818 spans had been removed. 
The route-mileage of the Queensland Railways vested in 
the Commissioner was the largest in Australasia, namely 
6,456 miles; 69 miles were of 4-ft. 84-in. gauge, 6,357 of 
3-ft. 6-in., and 30 miles of 2-ft. gauge (the Innisfail Tram- 
ways). There are also 52 miles of private 3-ft. 6-in. gauge 
tramways in the State. 








LETTERS TO 


THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


The Late Sir James Milne 


April 25 

Sir,—The recent death of Sir James Milne reminds one 
that as the years roll on, the present generation is too 
likely to forget the great service which such men as Sir 
James render to this country. 

I would like to pay my tribute to his memory by 
reminding your readers of just one of the many services 
which his foresight, courage, and ability brought about to 
increase the efficiency of mineral transport on our rail- 
ways. About the year 1933 the Great Western Railway 
Company, having spent some £4,000,000 on new hoists for 
shipping coal in South Wales so as to enable 20-ton steel 
trucks to be handled, unfortunately found that the South 
Wales colliery owners did not (no doubt for want of 
capital, and up to then lack of inducement on the part of 
the railway companies) acquire modern wagons of 20-ton 
capacity and thus justify the cost of the new hoists. 

It was just here that Sir James stepped in and provided 
5,000 20-tonners, with the financial inducement required 
to encourage the colliery owners to acquire such trucks. 
He offered them to the colliery owners on 15-year, very 
favourable hire purchase terms, and gave a rebate of 4d. 
a ton on all coal carried in these 20-tonners for shipment. 

In the rest of Britain, two things held back for years the 
introduction of modern wagons for mineral traffic :— 

1. The Coal Commission in 1926, if I remember rightly, 
when advocating the introduction of 20-tonners for this 
country, overlooked the fact that at that time because 
of their 12-ft. wheelbase, such vehicles could not generally 
be used; but if it had suggested 14-ton steel wagons, which 
we introduced in 1935 on a 9-ft. wheelbase, upgraded to 
16-tonners in 1943, then more progress might have been 
expected. 

2. The lack of financial inducement for the colliery 
Owners to provide the money and replace obsolete wagons 
for new steel trucks. I think I am correct in stating that 
when Sir Ralph Wedgwood was asked what saving it might 
make which the railways could pass on to the private 
wagon owners, he stated “a halfpenny a ton,” and so 
nothing was done; then the Committee which was set up, 
and of which I was a member, to look into these matters 
was stillborn at its first meeting; why, I have never been 
able to understand. 

Sir James Milne had the courage at least to attempt 
on the Great Western system to break down the deplor- 
able stalemate between the railway companies and the 


private owners; this stalemate, in my judgment, delayed 
for years the introduction of more modern steel wagons, 
which this company pushed forward so far as we could, 
beginning in 1935. 
Yours faithfully, 
DUNCAN BAILEY 
Chairman 


Charles Roberts & Co. Ltd., 
Horbury Junction, Wakefield. 


The Human Element in the Railway Industry 


April 24 

Sir,—The abstract of the prizewinning essay on the 
above subject published in your April 4 issue was most 
interesting, and I am glad that you resorted to an unusual 
procedure in bringing it to the notice of your readers 
in this way. I most certainly agree with what Mr. Quant 
said but I should like to be permitted to comment on two 
points. 

One falls under the heading of training and I would 
like to stress the need for practical experience in training. 
In spite of the many facilities which are available to the 
new entrant or the railwayman of only a few years stand- 
ing, very few of them provide any contact with the 
practical side of the railway industry; or, in other words, 
the appeal of railways is largely wasted unless a young 
man enters a labouring grade. To one who has been a 
traffic apprentice it has been painfully obvious that the 
older railwaymen, keen though they may be, often have a 
very limited knowledge of railways in general; this could 
have been avoided by a more positive and practical 
approach to training on the part of the management in the 
past. 

The other point concerns Mr. Quant’s remarks under 
the heading of co-operation regarding the relationship 
between officer and staff. From my observation, which is 
admittedly very limited, there are far too many officers 
who are but a name to their staff. A basic knowledge of 
human psychology tells us that men will respect a person 
but that they will have no enthusiasm for a committee, an 
executive council, a commission, or even a mere name. 

These are but two of the factors which need to be put 
right if British Railways are to be pulled out of the rut 
into which they seem to be getting deeper every day. 

Yours faithfully, 
P. A. NUNN 


49, Royston Park Road, Hatch End, Middlesex 
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Electrifying the Line 

The observations of Rudge are par- 
ticularly interesting; these were carried 
out in Cambridge before the 1914-18 
war. Working in a field between the 
main railway line and Homerton 
College, Rudge was able to demonstrate 
that positive charge was released into 
the atmosphere by a passing train; he 
even succeeded in identifying the train 
as a “ heavy express,” “ goods train,” or 
“slow stopper,” by the size of the effect 
itproduced. Rudge also used his simple 
apparatus—an electroscope with a me- 
dium collector—while actually travelling 
on a passenger train, and found that 
he could again, detect the generation of 
a positive charge-——From a letter by 
Mr. E. T. Pierce in “‘ The New Scien- 
list.” 


Last British Railways Garratt 

The last giant Beyer-Garratt loco- 
motive to run on British Railways, 
No. 47994, has been withdrawn by the 
London Midland Region for breaking 
up at Crewe Works. With a 2-6-0 
0-6-2 wheel arrangement and weighing 
155 tons in working order, No. 47994 
ran 586,990 miles during its lifetime of 
28 years. The tractive effort at 85 per 
cent was 45,620 lb. Thirty-three loco- 
motives of this type were built, three in 
1927 and 30 in 1930, by Beyer, Peacock 
& Co. Ltd. for the L.M.S.R. to the 
requirements of Sir Henry Fowler, then 
Chief Mechanical Engineer; rotary coal 
bunkers were subsequently fitted. The 
Garratts were built for coal and mineral 
traffic; No. 47994 was used latterly on 
local workings between Avenue Sidings 
and Toton. 

The withdrawal of this locomotive 
sees the elimination of this type of 
layout from main-line railways in this 
country. The only other design to run 
on a main-line railway in this country 
was one of 2-8-0 + 0-8-2 built for the 
former L.N.E.R. to the requirements of 
Sir Nigel Gresley in 1925. This was 
more powerful, having a tractive effort, 
at 85 per cent of some 73,000 lb., and 
was, in fact, the most powerful steam 
locomotive to run in the United King- 
dom. There still remains. however, a 


THE RAILWAY GAZETTE 


THE SCRAP HEAP 


number of industrial locomotives of 
this design operating in various parts 
of the country. 


Snakes Alive ! 


A pet grass snake carried in a box by 
a boy travelling from Birmingham to 
Stourbridge, Western Region, escaped 
into the compartment when the box lid 
was opened, and disappeared into the 
upholstery. After a search at Stour- 
bridge Junction the train went on with 
the compartment locked, in case the 
snake should emerge and alarm passen- 
gers. The coach was stripped of uphol- 
stery at Cardiff, but it was not found. 
After the coach was put into a disin- 
festation chamber at Swindon Works, 
the snake was found dead in the 
corridor; it had apparently emerged in 
search of air. 


The Réle of Railways in the U.S.A. 


We know no other form of trans- 
portation is as efficient or as economical 
as the railroad, when all costs are con- 
sidered. We know America needs 
strong railroads if it is to remain the 
industrial giant of the free world. No 
matter how many trucks or barges or 
planes or buses it may have, we know 
America cannot exist without railroads. 
There is no other form of transport that 
can take its place. We know our nation 
is growing steadily toward a greater 
population, and a higher standard of 
living. . . A recent study predicts that 
within the next 25 years, or about 1983, 
the U.S.A. will have a population of 
about a quarter-billion people and a 
trillion-dollar economy. Transporta- 
tion will be the key to everything, the 
very basis of existence of our immensely 
swollen human communities. Public 
transportation will stage a spectacular 
comeback, with railroads integrated with 
other forms of transportation in huge 
systems. In short, transportation, in- 
stead of being a dying industry, wil] be 
more important than ever before in our 
national history—From “We've Just 
Begun to Fight!, an address by Mr. 
Wayne A. Johnston, President of the 
Illinois Central Railroad, to the Western 
Railway Club, Chicago. 





Western Region Publicity 
The poster reproduced in the accom- 
panying illustration is one of a new 
series of publicity posters produced by 
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Western Region poster showing a 
performance of ‘“‘A Midsummer 
Night’s Dream”? at Stratford 


the Western Region of British Railways 
for use during 1958-59. The artist is 
Gordon Nicoll. The subject is a 
Shakespearian comedy being acted at 
the old Falcon Inn in Stratford-upon- 
Avon. 


Berlin Terminus Demolished 

The Lehrter Bahnhof in (West) 
Berlin, demolished last week, was an 
ornate late-19th century classical build- 
ing of a type common in*that city. It 
is believed to have been, disused since 
the last war. Before 1939 it was 
used mainly by Berlin-Hamburg ex- 
presses, including the famous “ Flying 
Hamburger” diesel trains. 





London Midland Region Beyer-Garratt locomotive No. 47994, now withdrawn from service 
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OVERSEAS RAILWAY AFFAIRS 


RHODESIA 
Tests of French-Built Diesel 


With the co-operation of the French 
National Railways the Rhodesia Rail- 
ways hope to be lent a 1,100-h.p. 
Alsthom diesel-electric Bo-Bo loco- 
motive for some two months. The 
locomotive has been built for the 
3-ft. 6-in. gauge Chemin der Fer Congo 
-Océan. It will also be tested in the 
Union and Mozambique before being 
shipped from Lourengo Marques to 
Pointe Noire, in French Equatorial 
Africa. 


University Engineering Scholarships 


Rhodesia Railways have made four 
university scholarships, each worth £300 
per annum, available to selected engi- 
neer students. When qualified, the men 
will be required to enter the railway 
service for a seven-year period, although 
in certain circumstances this is reduced. 
The scheme is designed to help over- 
come the shortage of engineers. Further 
scholarships may be offered. 


Reduced Rates for Export Coal 


A large reduction in the rates for 
export coal has been announced by the 
Rhodesia Railways. After negotiations 
with the Wankie Colliery Co. Ltd. and 
the Mozambique’ Railways, the 
Rhodesia Raiways have introduced a 
basic rate of 37s. 6d. a short ton from 
Wankie to I.ourenco Marques, a re- 
duction of 10s. 3d. on the previous rate. 
The basic rate will be enhanced if the 
average realised selling price of Wankie 


(From our correspondents) 


coal f.o.b. Lourengo Marques exceeds a 
specified figure. 

With the intense competition which 
now exists in coa! consuming markets it 
has been necessary to reduce consider- 
ably the basic export price at Louren¢go 
Marques. With the present traffic de- 
mands the railways expect to have no 
difficuly in moving 20,000-30,000 tons 
of coal to Lourengo Marques for export 
each month. 


EAST AFRICA 


Extension of Southern Province Line 


In an attempt to increase the traffic 
on the Southern Province Railway and 
at Mtwara Port, the Transport 
Advisory Council has approved a pro- 
posal to construct a 234-mile extension 
from the existing line at Chilingula, 15 
miles east of Nachingwea, to Masasi, 
an important trading centre in the 
Southern Province of Tanganyika. 
The Tanganyika Government wishes 
construction to proceed as quickly as 
possible and it is hoped that the line, 
which will be built to a light traffic 
standard only, will be in operation by 
the end of this year. 

In 1955 a working party of the 
Tanganyika Government examined a 
project to build such a line but reached 
the conclusion that the project, at the 
time estimated to cost £350,000 in new 
material, was a marginal one and 
decided against recommending its con- 
struction. A further examination was 
recently undertaken and it is now 
estimated that by using recovered track, 





Containers loaded on wagons at Mombasa, after transhipment into them 
of ice cream from ship’s cold chamber 


which was not available in 1955 and 
which is no longer fit for normal line 
usage but would be serviceable on q 
light traffic line as now proposed, the 
Chinilingula-Masasi link can be built 
for some £100,000. 

It is estimated that some 15,000 tons 
of export traffic can be attracted to the 
line, with the prospect of this increasing 
by at least a further 8,000 tons by 1962, 
In addition, there should be an increase 
in import traffic along the line and 
passenger services will be run between 
Mtwara and Masasi. 


Sole Occupation of Compartments 


A passenger travelling first class on 
any E.A.R. & H. railway service is now 
permitted the sole occupation of a two- 
berth compartment upon payment of 
one-and-a-half times the ordinary first 
class fare. This concession is being 
made on the understanding that it may 
be withdrawn should the demand for 
space on any train warrant it. 


Second Class Accommodation 


Certain second class coaches on order 
are to contain six sleeping berths instead 
of four berths as at present, the inten- 
tion being to introduce the new type of 
accommodation as a standard with 
eventual adjustment to the fare struc- 
ture. It has also been agreed that 
experiments should be carried out with 
the open saloor type of second class 
coach, providing seating accommoda- 
tion only. 


Ice Cream From Europe 


Ice cream is now being consigned 
from Europe to Kampala, Uganda. It 
is conveyed in the ship’s cold chamber 
to Mombasa, where it is transhipped on 
the quayside to containers; the latter 
are then moved by rail on flat wagons. 
A special type of container is used, 
built by Franger Frigo S.P.A., of Milan. 
Transhipment at Mombasa is done, 
whenever possible, at night when the 
temperature is lower. 


INDIA 


Traffic Conference 


Plans for dealing with the heavy 
traffic in the ensuing year, particularly 
in connection with the new steel plants, 
were finalised at a recent four-day con- 
ference in New Delhi of Chief 
Operating Superintendents of the eight 
railways. 

The conference was told that the 
pressure of traffic was likely to begin 
from about the middle of the current 
year. The brunt would be borne by 
the South Eastern and Eastern Rail- 
ways. 

The operating performance was re- 
viewed in detail of the several railways 
as reflected in various efficiency indices. 
Higher targets were set for the current 
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ear. It was also decided that at impor- 
tant loading points and transhipment 
junctions steps should be taken to more 
strictly enforce scientific loading of 
commodities so as to use capacities to 
the maximum extent. 

The conference laid stress on in- 
creased loading of coal from Bengal 
and Bihar coalfields and also decided 
on higher targets for movement cf 
traffic through Moghalsarai to North 
and Western India and through Waltair 
and Bezwada for South India. 

Measures also were considered for 
improving the punctuality of passenger 
trains. 


CHINA 


Nanking-Pukow Train Ferry 


A third ferry steamer has been 
ordered for the Nanking-Pukow train 
ferry. Pukow is on the north bank of 
the Yangtse, and passenger and goods 
vehicles en route between Nanking and 
Shanghai on the one hand, and Peking 
and the North on the other, must cross 
the river by the ferry. 


IRAQ 
Basra-Baghdad Standard-Gauge Line 


A five-man team headed by General 
Lacey V. Murrow, President of Ameri- 
can Transportation Consultants Inc., 
is collaborating with the Iraqi State 
Railways administration, in the prepara- 
tion of plans, specifications and con- 
tracts for the construction of a new 
4-ft. 84-in. gauge railway from Basra, 
at the head of the Persian Gulf, to 
Baghdad via Kut and the Tigris River. 
The existing system of that gauge ex- 
tends from Mosul, in the north, to 
Baghdad, but rail connection with the 
Persian Gulf is of metre gauge and via 
Hilla, and Nasiriya on the Euphrates. 
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Through traffic has therefore to be shipped to Canada towards the end of 
transhipped in Baghdad. The intention April. The performance of the all- 
is that the same team will also assist welded underframes was studied on the 
in supervising the various construction Mexican National Railways and in 
works. several European countries before they 
The civil engineers have completed were ordered for testing under Canadian 
the survey, and it is expected that conditions. 
tenders for the construction and for 
diesel locomotives, coaches, wagons and 
radio communications will be called for 
later this year. The only big bridge on 
the new line is stated to be over the The Great Northern Railway Board 
Euphrates near Nasiriya, which seems has withdrawn the passenger service 
to indicate that the comparatively easy on the Drogheda-Navan-Oldcastle 
Basra-Nasiriya alignment followed by branch. The only G.N.R. (I) lines now 
the metre-gauge line is being adopted served by passenger trains in the 
for the new standard-gauge route; this Republic of Ireland are the Dublin- 
will then, presumably, follow the Shatt Belfast main line, which crosses the 
al Gharraf River up to Kut-el-Amara, border between Dundalk and Goragh- 


IRELAND 
G.N.R. Branch Service Withdrawn 


and the Tigris onwards to Baghdad. wood, and the short branch from 
The rough estimate of cost is Howth Junction to Howth. near 
$70,000,000 spread over four years. Dublin. 

CANADA SPAIN 


Transferable Tickets for Sporting Clubs 

The R.E.N.F.E. has introduced a 
transferable ticket for members of cer- 
tain football and athletic clubs and 
similar bodies. The ticket can be used 


All-Welded Underframes for C.N.R. 


German-built passenger coach under- 
frames, which are lighter and cheaper 
than standard equipment in use on most 
North American railways, are being j t 
tested by Canadian National Railways. by any member, including the club 
The all-welded, fabricated underframes Manager, doctor, or masseur. The 
are built by Westwaggon, represented holder must be in possession of an 
in Canada by the International Equip- identity document duly authenticated. 
ment Company. A feature of the new 

ITALY 


units is the suspension system which 
Milan-Geneva Diesel Services 


not only reduces weight but gives 
improved riding. 
Nearly all the underframes used by A new Trans-Europe Express, the 
the C.N.R. for over 25 years have been ‘“Lemano,” will be introduced from 
June 1 between Milan and Geneva via 
the Simplon Tunnel, using an Italian 


of cast-steel construction; the C.N.R. 
has bought one coach set of the German 
units and has been testing it on the two-car diesel set. The route followed 
Montreal-Toronto run. is electrified throughout, but at dif- 
A set of units somewhat similar to ferent voltages on the Italian State and 
the Westwaggon product, ordered by Swiss Federal Railways; there is at 
C.N.R. from the Schindler Carriage & present no dual-voltage multiple-unit 
Wagon Company of Switzerland, was_ electric stock available. 





Publications Received 


Aus der Geschichte des Stellwerks (The 
Story of the Interlocking Frame). By 
Dipl.Ing. Gotthold Reschuh. Issued 
by by Siemens & Halske, Brunswick, 


Germany: (reprinted from Jahrbuch 
des Eisenbahnwesens). 113 in. X 
8} in. 28 pages. Illustrated. No 


price stated.—The author is head of the 
Signal Department of Siemens & 
Halske A.G., a firm associated with 
railway signalling from the middle 
of the last century. He  out- 
lines the evolution of the interlock- 
ing frame from the original designs of 
Saxby, Chambers, Stevens and others, 
through the various mechanical and 
power types of apparatus to the present 
“ panel” systems. Particular reference 
1s made to the development in Germany 
but mention is made of the contribu- 
tions by other countries. The carefully 
selected illustrations represent the chief 
Stages in this development. They are 
discussed with a wealth of reference to 
the many firms and inventors concerned. 
Stress is laid on the principles involved, 





especially where such have influenced shows how all dry-rots can be recog- 
the design of components, as with the nised and the means for treating their 
forms of locking mechanism, working depredations; preliminary treatment of 
of signals, use of track circuiting, opera- the timber as a preventive is fully ex- 
tion of trailable points, and control of plained. Timber-destroying _ insects, 
signalmen by supervisors. both marine and other borers, and 

protection from their inroads are 


The Enemies of Timber. Revised dealt with. The death-watch and furni- 
edition, by Claude Sisley. London: ture varieties on land and the marine 
Cuprinol Limited, Terminal House, borers also in this country and termites 


Grosvenor Gardens, $.W.1. 40 pp. No abroad are discussed in turn. The 
price stated—This _ well-illustrated work closes with the history and 
booklet deals with the decay of timber, various industrial uses of Cuprinol as 
insect attack on it, and information a protection, against all these ills. 
about Cuprinol. True dry-rot occurs 

when there is over 20 per cent. moisture Hotels and Restaurants in the British 
in timber, its establishment is encour- Isles, 1958.—Published by the British 
aged by damp stagnant air, but its Travel & Holidays Association at 5s., 
subsequent spread may take place in this guide contains detailed information 
reasonably-dry and -ventilated timber. On more than 4,000 hotels in Great 
Its fungus and fruit are described and Britain and Northern Ireland. Useful 
illustrated; the latter may give off comments on cuisine, with minimum 
2,000,000 spores a minute from each table d’héte charges, are given for 
sq. ft. for several days. The danger is London and provincial restaurants. 
that its strands may lie dormant for There are 16 pages of sectional maps of 
up to three years. Other forms of dry- Britain and Northern Ireland and maps 
rot require a higher percentage of of central London, the London hotel 
moisture in their pores. The booklet districts, and well-known tourist areas. 
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Design and Improvement of Diesel Trains 


Summary of Continental practice for 
diesel-powered railcar type of vehicles 


SUMMARY of a report on current 

practice of English - speaking 
countries, or those which largely 
follow British practice in the design 
and improvements of diesel railcars and 
multiple-unit trains was given in our 
last week’s issue. The report dealt 
with the answers to a question to be 
considered by the International Rail- 
way Congress Association at its Madrid 
session in September. 

The reporter for the French-speaking 
countries, or those which follow largely 
Continental practice is Senhor Antonio 
da Silva Canavezes, Jnr., of the Portu- 
guese Railways. The general conclu- 
sions of his report appear below. His 
report is based upon information sup- 
plied by the _ following railway 
administrations: Austrian Federal Rail- 
ways; Belgian National Railways; Bel- 
gian Congo Colonial Transport Office 
Otraco); Royal Cambodia Railways; 
Danish State Railways, Finnish 
State Railways; French National Rail- 


ways; railways in countries of the 
French Union _ including Algeria, 
Gasfa, Equatorial Africa and _ the 
Cameroons, and West Africa and 
Togoland; Italian State Railways, 
Luxembourg National Railways; 
Netherlands Railways; Polish State 


Railways, Portuguese Railways, Swiss 
Federal Railways; and Jugoslav State 
Railways. 

Fifty-seven administrations did not 
reply to the questionnaire or stated that 
they had no railcars on their lines, or 
only a very few. 

The 18 replying administrations 
which represent some 124,700 km. 
(77,600 miles) of line are divided into 
two groups, European and _  non- 
European. Results show that the 
European group, of the total passenger 
traffic in 1956, 25 per cent was carried 
by diesel trains and railcars, of which 
total 95 per cent was by railcars. Cor- 
responding figures for the  non- 
European group were 90 and 25 per 
cent respectively. 

The results also reveal that on the 
whole of the European systems con- 
sidered, diesel traction is used 
exclusively or in conjunction with other 
methods of traction on 37 per cent of 
the total of the lines, the narrow gauge 
lines only representing 8 per cent of this 
total; on the other hand, on the whole 
of the non-European systems con- 
sidered, diesel traction is used, under 
the same conditions, on about 95 per 
cent of the total of all the respective 
systems, which cover in this case 76 per 
cent of the narrow gauge lines. 


Use of Railcars 


On the European systems, the diesel 
traction used in connection with the 
passenger traffic is almost exclusively 


by means of railcars, but only covers 
a relatively small part of this traffic, 
whereas on the non-European systems 
considered, nearly all the passenger 
traffic is assured by diesel traction, but 
with a relatively small use being made 
of railcars; however in both cases, the 
use of railcars for passenger traffic cor- 
responds to about one quarter of the 
total number of train-miles for this 
traffic. 

At the time replies were received the 
European systems were using 1,108 
diesel locomotives and 2,620 diesel rail- 
cars, and the non-European systems 
260 diesel locomotives and 47 diesel 
railcars. 

For the purpose of the summary, 
detailed information about diesel rail- 
cars built between January 1, 1946 and 
January 1, 1957, under construction or 
being designed, has been divided into 
three groups. The first group is of 
railcars for current services (as a 
general rule, stopping and regional) 
used on main or secondary lines. 
Included in this group are railcars used 
as traction units, the case for example 
of the railcars of the Danish State 
Railways; the second group is of 
relatively luxurious railcars for fast ser- 
vices usually long distance used on the 
main lines; the third group is of luxury 
railcars for international services such 
as the Trans-Europe Express (TEE) 
rakes. 

A number of photographs, dia- 
grams and performance curves for 
railcars of each of these three groups 
is included in the report. 

In this introduction, the report goes 
on to examine, on the basis of the 
various questions, the technique of 
construction and general arrangement 
of the equipment adopted on these 
railcars. Senhor Canavezes summarizes 
the ideas and opinions of the various 
administrations. 


Application of Railcars 


The use of railcars is dictated by 
reasons of economy, flexibility of work- 
ing, speed and comfort. Railcars are 
therefore an _ operating instrument 
which make it possible to improve the 
service and meet the competition of 
road transport. 

Their application is, however, 
generally restricted to passenger ser- 
vices of moderate intensity, where the 
amount of traffic does not justify run- 
ning ordinary trains. Generally it can 
be said that either running as single 
units or with trailers (special trailers 
or ordinary coaches) or as multiple 
units with centralised control so that 
they form railcar trains, the composi- 
tion of which does not as a rule exceed 
four units, railcars can be adapted 
within their field of use to varying cir- 


cumstances. They can work stopping 
services; connecting services on 
secondary lines where they link up with 
the main lines; fast, direct, or semi- 
direct services, over average and long 
distances, in particular international 
services. 

On certain lines which have not been 
entirely converted to diesel traction 
railcars may work all or nearly all the 
passenger traffic, freight traffic being 
worked by steam traction. The trains 
can be made up in such a way that 450 
passengers can be carried in formations 
consisting of two motor coaches and 
two trailers. 

In the case of sudden peak traffic on 
fully-diesel lines, it is generally better 
to run a train hauled by a diesel loco- 
motive than multiply the number of 
railcar services. 

On the question of the standardisa- 
tion of railcars reasons given by the 
administrations include those of 
economy, improved utilisation of the 
vehicles, reduction of spares, specialisa- 
tion of train staff and workmen, and 
the lower purchase price of units and 
spares. Each of the administrations 
stipulates the standardisation of rail- 
cars. In general, they are all proposing 
to have a smaller number of different 
types of railcar in the future than at the 
present time, to the greatest possible 
extent. 

Such standardisation covers, in par- 
ticular, the types of engines and trans- 
missions, and there is a tendency to- 
wards the standardisation of certain 
equipment only, rather than the whole 
unit. 


Power Equipment 


In view of the high technical level 
reached in the design of modern 
engines, most of the railways, for 
reasons of economy and simplicity, pre- 
fer one engine per railcar, rather than 
two engines of lower power. Quick- 
running engines, 1,400-1,800 r.p.m., 
four-stroke, very often supercharged, 
are preferred by the administrations. 
Engines whose power does not exceed 
500 h.p. are preferably housed under 
the body and sometimes they are 
located on the bogies. In the case of 
higher powers, certain railways stipulate 
that the engine shall be housed in the 
body, in view of the complication of 
housing a powerful engine under the 
body or on the bogies. 

Treatment of the engine cooling 
water is the general practice on most of 
the railways to prevent scale and cor- 
rosion. Such treatment, however, is 
not used systematically by some 
administrations for all their railcar 
engines but only in the case of certain 
types. 

As regards types of transmission, the 
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railways prefer, almost unanimously, 
mechanical drives for powers not 
exceeding about 300 h.p. For higher 
powers, opinions are divided; some 
administrations prefer hydraulic drives 
to electric drives because their purchase 
price is lower, and they are lighter and 
less bulky, making it possible to reduce 
the non-suspended weight. Others prefer 
electric transmission for reasons of 
simplicity of driving, regularity of work- 
ing, and simplification and economy of 
maintenance, in spite of the greater 
weight and higher cost of such drives. 
From a performance point of view, 
there does not appear to be much 
difference between the two types. 

It may be mentioned that in the case 
of the 39 railcars described in the intro- 
duction, the different systems of drive 
used are divided as follows: mech- 
anical drive, on 15 types of railcars, 
having engines of powers between 110 
and 500 h.p.; hydro-mechanical or 
hydraulic drives, on 18 types of railcars 
having engines of powers between 137 
and 825 h.p.; and electric drive on 6 
types of railcars having engines rated 
between 140 and 1,000 h.p. In the 
case of electric drives, the traction 
motors are generally nose-suspended. 


Vehicle Construction 

Welded construction in ordinary 
steel, of lightweight or standard, often 
of folded sheet, are generally the 
methods specified for the framework 
of the body. For the interior and ex- 
terior covering of the body steel, 
aluminium or aluminium alloy sheets 
are used. A number of railways stipu- 
late the use of non-rusting steel for fast, 
long distance railcars. 

The bogies are generally built of 
rolled sections or formed by welding, 
assembly being by welding or welding 
and riveting combined. The use of cast 
steel is also considered. Wheel sets with 
plain axles and wheels with tyres having 
cylindrical bearings are the most gener- 
ally used. 

Various designs are used for the 
primary and secondary suspension. To 
improve the running qualities of rail- 
cars, certain administrations stipulate: 
the use of coiled springs in both the 
primary and secondary suspension; a 
primary suspension with boxes without 
slides and excluding all longitudinal 
and transversal play; secondary sus- 
pension with hydraulic shock absorbers; 
the transversal displacement of the 
body controlled by the rods of the 
secondary suspension, the springs and 
the hydraulic shock absorbers; the 
absence of rubbing surfaces in the sus- 
Pensions and pivots; siting the bogie 
Pivots in line with the axles; the recall 
of the bogie from rotation by the in- 
clination given to the rods of the 
secondary suspension. 


Weight Reduction 

Considering the reduction of weight, 
the reporter observes that only a rela- 
tively small number of the railcars built 
between January, 1946 and January, 
1957, can be considered as being of 
lightweight construction. Some ad- 
Ministrations are 


considering going 
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further into the field of weight reduc- 
tion, especially with railcars for 
suburban services and secondary lines. 

In the case of long distance railcars, 
the opinion is held that weight reduc- 
tion should be judiciously limited, 
especially for reasons of comfort. 

The railways consider that attempts 
to reduce the weight should concern 
above all those parts which play no part 
in the safety, and that particular atten- 
tion should be given to the question of 
reducing the weight of the bogies and 
of the non-suspended parts of the 
springs. 

In order to reduce the weight of the 
body, they mention, in the framework, 
a judicious use of sections made of 
folded sheets, of pressings, in the case 
of large series, the use of roofs made 
of light alloys, and the generalisation 
of welded assemblies; and for the 
interior arrangement, as extensive a use 
as possible of aluminium alloys and 
plastic materials. 

The objectives they have in view 
when studying weight reduction are, 
according to circumstances: a reduc- 
tion in the power installed; a reduction 
of purchase price and maintenance 
costs; improvement of the running on 
lines with steep gradients of, for 
example, 2-3 per cent; lower axleloads 
with the possibility of using the rail- 
cars having a light superstructure on 
secondary lines. 

In the case of railcars of normal 
construction, the power:weight ratio 
varies from 5 h.p./ton for railcars for 
local services running on lines with an 
easy profile, to 10 h.p./ton for railcars 
for fast services. 

The weight per seat of the railcars 
described in the introduction varies 
from 400 kg. (822 Ib.), the average for 
railcars intended for local services, to 
about 1,000 kg. (2,200 lb.) for the 
double TEE rakes. In the case of the 
four-unit TEE rakes with air condition- 
ing, this weight amounts to 1,900 kg. 
(4,184 Ib.). 


Soundproofing 


Soundproofing has not been system- 
atically undertaken on all the railcars 
which we have considered. A number 
of them have no soundproofing or are 
only partially so treated. It is cen- 
sidered, however, that in general sound- 
proofing should be aimed at in the 
future by isolating all railcars of no 
matter what category, so that the com- 
fort of the passenger approximates to 
the standard on ordinary coaches. 

In the technique of soundproofing, 
apart from the appropriate use of sound- 
proofing materials in the walls and ceil- 
ing, the construction of the floor and 
windows requires special attention. A 
floor of increased thickness or a false- 
floor, where there is no rigid connec- 
tions with the walls, of suitable design, 
are used as an important soundproofing 
measure. 

Perfect soundproofing naturally im- 
plies avoiding any openings in the body 
to the outside atmosphere. In this con- 
nection, soundproofiing is facilitated in 
the case of the luxury railcars equipped 
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with air conditioning which necessitates 
fixed windows. 

As regards reducing engine noises, in 
particular those of the exhaust, the rail- 
ways generally stipulate, in addition to 
the usual soundproofing measures, the 
use of silencers on  non-pressure- 
charged engines. 

Mounting the engines in or under the 
body also requires particular attention. 
It will be appreciated that effective 
soundproofing adds considerably to the 
weight of the vehicle. 


Heating and Air-Conditioning 


According to the criteria used by the 
administrations, four different heating 
systems are used: these are heating by 
pulsated air, or heating by hot water, 
the source of heat in both cases being 
by either an oil burner or the engine 
cooling water; heating by steam, the 
source of heat being an oil burner; and 
heating by electricity. 

In general the first system is preferred 
for fast, long-distance railcars. For rail- 
cars intended for ordinary services, hot 
water heating, by means of radiators, 
is most often used. When the water is 
heated by a burner, the heating circuit is 
sometimes connected with the engine 
cooling water circuit. 

Steam heating is used in particular 
in cases where the railcars have to haul 
ordinary coaches equipped with this 
type of heating. A fully automatic oil- 
fired boiler is then fitted on the railcars. 

Electric heating is as a general rule 
only used on the luxury railcars, for 
example, the T.E.E. of the Netherlands 
or the Portuguese triple-railcars. As 
a general rule, each unit has its own 
heating installation for hot water or hot 
air heating. 

Ventilation is assured on most rail- 
cars by the fixed-suction, type ventila- 
tors in the roofs, and generally all the 
windows can be opened by the passen- 

ers. 

, As regards air conditioning, the 
administrations are unanimously of the 
opinion that its use on railcars running 
in, countries with a temperate climate 
can only be justified in the case of fast, 
long-distance railcars and luxury rakes. 
In fact, only a very small number of the 
railcars which have been examined in 
this report are fitted with air-condition- 
ing equipment. 


Drawgear 


On the matters of buffing drawgear 
and inter-communication, the adminis- 
trations as a general rule prefer to use 
on their railcars the same type of 
coupling as used on their ordinary 
stock, but using lighter components. 
This arrangement which makes it poss- 
ible to couple up a relief locomotive is 
used especially in the case of railcars for 
local services, or those which have to 
haul ordinary coaches or wagons in 
regular service. 

Some administrations prefer to use 
an automatic centre coupling, in par- 
ticular in the case of the important fast 
railcars, or railcars that can only be 
coupled up with other railcars of the 

(Continued on page 508) 
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New Goods Depot at Lincoln 


Including the construction of a new goods shed, 
under the Eastern Region modernisation programme 


alte - 





General view of new shed in course of erection 


ib September, 1957, work began at tinct from it, there will be a traffic 

Holmes Yard goods depot, Lincoln, bench flanked at its western end by two 
in preparation for the erection of anew sidings each holding seven railway 
goods shed of modern design on the wagons, most of the remainder of its 
site of the old one, now demolished. 360-ft. length providing 38 cartage 
The new structure required new foun- berths disposed along two sides. 


dations and the piling of the site with Traffic Distribution and Capacity 


in situ R.C, piles. It is 368 ft. long and 
the skeleton of the walls and roof are The shed and bench are designed to 
formed by twelve welded-steel portal- deal with a combined inwards and out- 
frames each having a span of 140 ft. wards sundries traffic of about 260 tons 
The skeleton is being filled in by a daily. Full-load traffic will continue to 
brick wall 6 ft. high, extending along be dealt with in the appropriate parts of 
the whole of the south side and for the goods yard. Inwards traffic will 
half the length of the north side. The arrive at the west end of the bench on 
remaining portion of the north side is the two tracks mentioned above and 
screened by the existing office block. be discharged from the wagons on to 
Both ends of the shed are being left a 3-ft.-wide slat-conveyor running for 
open. From the top of the brickwork 320 ft. of the 360-ft. bank. The con- 
upwards the side walls and also the veyor will run at the rate of 40 ft. a 
roof are of corrugated asbestos sheet- min. and the packages will be taken off 
ing and patent glazing. The brick- as they pass the cartage vehicle appro- 
work is of greyish-brown facing brick priate to the address for delivery. 
to tone with the asbestos sheeting and Tranship traffic will be similarly dealt 
glazing. The shed is being lit by cold with but will be transferred to a trailer 
cathode lighting. fog conveyance to the appropriate out- 
Within the shed, but structurally dis- ward wagon. Three Scott Electric in- 


ternal movement vehicles will be the 
prime movers for the trailer loads of 
tranships. 

All outward sundries will be loaded 
direct into wagons in three sidings— 
each standing 17 wagons—reserved for 
this traffic. The entire operation will 
be under cover. A mobile crane with 
a capacity of 25 cwt. will be provided 
to deal with the heavier sundries, 
Owing to the curvature of some of the 
tracks it will not be practicable to use 
capstan working for the setting up and 
drawing of the shed, but instead an 
Epping Auto tractor will be used, as it 
is more economical in these circum- 
stances than a locomotive. 

At the eastern end of the shed, 
though separate from it, there will be 
a staff-amenities block connected to the 
existing office block, and _ including 
mess- and rest-rooms for the male and 
female commercial staff. Accommoda- 
tion for the operating staff employed in 
and about Holmes Yard will be trans- 
ferred to a new site south of the 
Lincoln-Pyewipe Junction line. 


The Goods Yard Remodelling 


The goods yard itself is being com- 
pletely redesigned and altogether 1,540 
yd. of new plain track and 830 yd. of 
switch and crossing work are being in- 
stalled. The surface of the yard will 
be of rolled asphalt and lighting will 
be provided by clusters of lights 
mounted on lighting towers. 

The general layout of the new depot 
was prepared by the staff of the Chief 
Civil Engineer, Eastern Region, and the 
design of the shed and the supervision 
of this part of the work is being carried 
out by C. H. Dobbie & Partners on his 
behalf. The staff amenities block and 
other accommodation were designed by 
Mr. H. H. Powell, Regional Architect. 
The contractors are William Moss & 
Sons Ltd., of Loughborough, and the 
whole of the work is being carried out 
under the overall direction of Mr. A. K. 
Terris, Chief Civil Engineer of the 
Region. 








Design and Improvement of Diesel With railcars intended for use in 
Trains stopping services or on local lines 
certain administrations think it is un- 
necessary to provide any arrangements 
same type. It this case, there is also to allow passengers to_ circulate 
an emergency coupling that can be used between coaches. 
tc move the vehicle in case of break- The pneumatic, electric and heating 
down. connections, with which inter-communi- 
cation is also concerned, will be of the 
normal type in the case of railcars 
inter-communication equipped with the same buffing and 


(Concluded from page 507) 


Vestibule Gangways 
As regards 


arrangements, vestibule gangways to drawgear as the ordinary stock. On the 
allow passengers to move from coach to other hand, in those cases where a centre 
coach, and sometimes for streamlining, automatic coupling is used, all the con- 
are generally used in the case of the fast nections must be combined together in 
railcars, between the various units of this coupling. 

The analysis of the contributory 


the rakes. 


factors of the costs per 1,000 km.-axle 
supplied by the administrations con- 
cerning their railcar services, shows that 
the repair and maintenance costs rep- 
resent 30 to 50 per cent. of the total 
expenditures and that they are the 
heaviest in the total cost of operating 
railcars. The lowest costs are those 
relating to fuel, which in general are not 
above 12 per cent. 

In order to realise some savings in 
tailcar operation, the improvements to 
be made to the mechanical equipment 
of these vehicles must permit the in- 
crease of the mileage run between 
maintenance and repair and also to 
make the latter more economical. 
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Renewing Metropolitan Line Tunnel near Swiss Cottage 


Removal of 90-year-old section without interference to railway traffic - 





New sections complete and a further section of old tunnel roof being 


broken in. 


ONDON Transport is renewing a 
90-year-old section of the south- 
bound Metropolitan Line tunnel at 
Swiss Cottage without interference to 
the railway traffic. The section forms 
part of the original single-line tunnel 
opened to traffic from Baker Street to 
Swiss Cottage on April 13, 1868. It lies 
south of Swiss Cottage station, at the 
junction of Finchley Road and Adelaide 
Road. There are now two running 
tunnels at this point, the original tunnel 
accommodating the southbound track. 
The tunnel is being broken away in 
sections, and pre-cast reinforced con- 
crete ribs, supported by a mass concrete 
wall, are being inserted to form the roof 
of the new tunnel. The work is being 
done from the Finchley Road above 
without interference to the trains run- 
ning below, although the road concrete 
is only about 1 ft. above the top of the 
tunnel. 
The renewal has been necessitated 
by gradual deterioration with age of 
the tunnel for a length of 120 ft. 


Trial Hole 


As a first step, a hoarding was 
erected in the roadway over the tunnel, 
reducing the width of the road by half, 
and traffic diversions were arranged by 
the police. Work started from the 
site of a trial hole, 40 ft. from one end 
of the affected section of tunnel. A 
difficulty was that the two railway 
tunnels, the second built some years 
after the first, lie side by side with 
their inner walls touching and affording 
a certain amount of mutual support: 
this made it inadvisable to break away 
too much of the damaged tunnel at any 
one time, as this would leave the 


parallel tunnel wall unsupported. It 
therefore, 


was, decided to work on 


Debris is ready for loading into wagons 


comparatively short lengths of tunnel at 
a time, completing one section before 
proceeding with the next. 

The first stage of the work on a 
section entails excavating a trench, 
12 ft. long and 4 ft. 6 in. wide, by the 
side of the outer tunnel wall, exposing 
the brickwork. The trench is shored 
with timber struts as required, the 
timbering serving to support the tunnel 
wall. The trench is dug to a depth of 
20 ft. 9 in., exposing the tunnel brick- 
work down to the invert and continuing 
downwards sufficiently to give space for 
the footings of the new concrete wall to 


replace the brick tunnel side wall. At 
the foot of the completed trench, a 
concrete footing 5 ft. wide and 2 ft. 
deep is formed. The second stage is the 
construction of a reinforced concrete 
wall, 2 ft. thick, rising 10 ft. 3 in. from 
the prepared footings, to which it is 
tied by reinforcing bars. The wall is 
built in such a manner round the struts 
supporting the trench that these can be 
removed from the inside when the 
tunnel is demolished. A skewback is 
formed at the top of the wall to take 
the ribs of the new tunnel roof. 

The next stage is the removal of the 
road surface and subsoil, thus uncover- 
ing the top of the tunnel, again for a 
length of 12 ft. as for the work on the 
outer tunnel wall. 

The remaining space in the original 
trench on the outer side of the new wall, 
is then filled with weak concrete. Verti- 
cal drains are provided behind the wall 
by leaving pockets in the weak concrete 
backfill. Suitable openings are left in 
the wall for the water to drain through 
and down into the track drain in the 
tunnel. The vertical drains are packed 
with graded hardcore. 

Up to this stage the original tunnel 
remains intact. 


Tunnel Roof Cut Away 


In the next stage, a 6-ft. length of 
tunnel roof is cut away during non- 
traffic hours. The inner wall, which is 
in sound condition, is cut down to just 
below the height of the new wall on the 
opposite side of the track and is fitted 
with pre-cast concrete skewbacks, each 
1 ft. 114 in. in length, on which the 
ends of the arch ribs can rest. 

(Continued on page 511) 





Breaking in a 4-ft. section of the old tunnel to enable two pre-cast concrete 
ribs to be placed. Note temporary shield supporting old tunnel roof 
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All-Weather Communication System 


Installation of a microwave wireless system by the Southern 
Pacific Railroad to provide service in all weathers 


ELECOMMUNICATION _ circuits 
vital to railway operation are 
usually carried on pole lines alongside 
the track. In Great Britain these are 
seldom interrupted by storm damage; 
but in tropical countries, the U.S.A., 
and Canada, hurricanes and _ severe 
winter weather can seriously interfere 


deep canyons and from point to point 
to negotiate them. 

Starting at Dunsmuir, elevation 2,285 
ft., the beam goes up through a ravine 
1:7 miles to a passive reflector, on a 
mountain at 4,550 ft. From this it is 
reflected at an angle of 78 deg. 45 min. 
to-a repeater station, 7°9 miles away at 
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Route map showing the microwave ,wireless installation between Dunsmuir and 
Black Butte Stations 


circuits. In the tropics, heavy rain in 
the monsoon season can wash away the 
pole routes. 

A form of communication requiring 
no line wires has recently been in- 
stalled on the Southern Pacific Rail- 
road. This new “ microwave” project 
is expected to provide 100 per cent 
service in all weathers and at the same 
time considerably reduce maintenance 
costs, as wires will no longer have to 
be maintained, and is in the vicinity of 
Mount Shasta (California) where snow 
falls up to 15 ft. deep and winds of 
over 100 m.p.h. damage the line wires 
and poles every winter. The railway 
selected this place as a testing ground 
to determine if it would be feasible to 
carry out more extensive installations 
with similar equipment. 


High Frequency Transmission 

Microwave uses high frequency radio 
energy transmitted in a fixed direction 
on a line of sight basis rather than 
being broadcast in all directions, as 
with conventional radio. Numerous 
different channels can be transmitted 
and received simultaneously, so that 
many telephone conversations, _ tele- 
graph messages and signalling control 
circuits can be handled. 

Site Conditions 

At the site selected for radio instal- 
lation, in this case the railway is 
located in deep ravines and around 
mountains, the distance involved being 
about 23 miles. The “straight line” 
distance between the two stations con- 
cerned is about 15 but such a line 
would pass through high mountains, 
and the microwave, a line of sight in 
open air, had to be directed out of 


direct path thence to the office at Black 
Butte is obstructed by a high, cone- 
shaped mountain of volcanic cinders, 
to pass round which the beam is 
directed once more for 46 miles up to 
a second reflector on a mountainside 
at an elevation of 5,490 ft. From this 
reflector it goes on a direct path for 





2°9 miles to the terminal receiver-trans- 
mitter equipment at Black Butte 
station, elevation 3,900 ft., the northern 
terminal of the radio communication 
project. 

In this system the antennz are large 
metal “saucers” or “ dishes,” used at 
transmitter-receiver stations as a means 
of improving the direction and concen- 
tration of outgoing ‘“‘ beams” and to 
assist in concentrating an incoming one, 
and the very high directivity and 
narrow beam width requires that they 
be mounted on frameworks or towers 
having stability and _ resistance to 
deflection, both laterally and horizon- 
tally. 

Repeater Station 

The Mount Shasta repeater station 
has a 100-ft. structural steel tower, 
mounted on a suitable foundation and 
guyed three ways at two levels, 42 ft. 
and 86 ft. Mounted at the top are two 
10-ft. by 15-ft. reflectors, actually 
almost flat metallic sheets, only very 
slightly concave. Each is set at an 
angle to reflect incoming signals down 
to its 40-in. dia. “saucer” on the 
roof of the equipment house. Outgoing 
signals are transmitted in the same 
manner but in the opposite direction, 
leaving the tower reflector for the next 
location. The passive reflectors on the 
mountain ridges are identical in size 
and construction to those at the repeat- 
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Apparatus room at Mount Shasta repeater station, showing beam reflector 
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Linesman making tests in microwave installation apparatus room 


ing station except that there it was only 
necessary to mount them 15 ft. above 
ground level so that the beam could not 
be obstructed by snowfall. The 
“saucers” are adjustable in two direc- 
tions for beam regulation. 

At Dunsmuir the _ transmitter- 
receiver antenna is a 10 ft. dia. 
“saucer ” which from shortage of room 
due to railway tracks and proximity of 


Renewing Metropolitan Line Tunnel 
near Swiss Cottage 


(Concluded from page 509) 


Pre-cast concrete ribs, each 17 ft. 
span and 12 in. deep, are then lowered 
into position. The ribs are being manu- 
factured on the site and are constructed 
to a radius of 8 ft. 6 in. and a width of 
2 ft. A 23-in. rebate, 6 in. deep, is 
left on the upper surface of one side of 
the ribs so that, after they have been 
forced tightly together, protruding re- 
inforcing bars can be hooked together 
in the cavity left. The cavity is then 
filled with fine concrete. To assist in 
handling the ribs, two lifting hooks are 
provided, each spaced at 5 ft. from the 
centre line of the rib. 

Tunnel cables and wires, which have 
not already been diverted from the 
defective area, are now attached to the 
— face of the new wall or the new 
ribs. 

Out of traffic hours, the old outer wall 
and invert are cut away in 4-ft. lengths. 
A new mass concrete invert is then 
inserted in 4 ft. sections. This is 
basically 1 ft. 6 in. in depth but is 
thickened on the inner side of the 


a street, had to be mounted 30 ft. above 
ground level on a substantial unguyed 
street tower. 


Type of Equipment 
The basis microwave radio frequency 
equipment is the Motorola “ Micro 
Package,” type generally designated as 
model FSTM-30, and the channels are 
frequency modulated with normal 
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deviation of plus or minus 3 mc. 


In 
one direction the frequency is 6,585 mc. 
between Dunsmuir and Mount Shasta 
station and 6,745 between this station 


and Black Butte. In the other it is 
6,625 mc. from Black Butte to Mount 
Shasta and 6,705 mc. thence to Duns- 
muir. The multiplexing equipment at 
present includes a base band order wire 
circuit, manufactured by Motorola, and 
Lenkurt Type SSC carrier equipment, 
supplied by Motorola as part of the 
system. The system of carrier multi- 
plexing uses sub-carrier channels at a 
frequency of approximately 5,000 cycles 
apart. 

The microwave equipment is in dupli- 
cate at all three places. All transmitters 
and receivers have comprehensive, 
fault-finding circuits which _ initiate 
switchover to standby equipment when- 
ever a fault is detected. The present 
equipment has capacity for 120 
channels, which will ultimately be full: 
utilised for circuits essential to railwa 
operation. 


Electric Heaters 


An interesting feature is the use of 
thermostatically controlled electric 
heaters, which come into operation 
when temperature drops to 40° F., to 
counteract the effect of snow on the 
reflectors; those on the 40-in. reflectors 
are rated at 400 W., but for the 10-ft. 
type 1,500 W. are needed. 

This form of telecommunication has 
proved so successful that other rail- 
ways in the U.S.A. have adopted it, 
but its extension by private companies, 
such as railways, electric utilities, and 
so on, is stated to be opposed by the 
telephone and telegraph companies and 
the whole question is under discussion 
before the Federal Communications 
Commission. 








tunnel where it curves upwards to meet 
and support the inner tunnel wall. 

The timber struts are now withdrawn 
from the new wall and the transverse 
holes left are filled with concrete. 

The pre-cast arch units are then 
haunched to shed any water percolating 
through from above. Such water runs 
down on the one side into a gulley 
which is formed in the concrete between 
the two tunnels. On the other side 
water runs into the vertical drains, 
already mentioned, on the outer side 
of the new concrete wall. The surface 
is then waterproofed and is ready for 
the restoration of the road above. 


Equipment Used 


Among the equipment employed is 
@ crawler crane and also an automatic 
pump to keep the tunnel clear of water, 
which is collected in a sump. A wire 
mesh screen has been erected to prevent 
material from the work above falling 
on to the track or trains. Special shut- 
tering is being used to form a concrete 
seal between the new arch ribs and the 
original brick arch at each end. 

It is expected that the work will be 
completed by the middle of May. 





The work is being carried out by 
London Transport Works & Building 
Department under the direction of Mr. 
C. E. Dunton, Chief Civil Engineer. 








N.E. REGION WINS BRITISH RAILWAYS 
DRAMA COMPETITION.—The North Eastern 
Region won the British Railways Inter- 
Regional Drama Competition held at St. 
Pancras Town Hall, London, on April 23. 
The winning team was presented with a 
challenge shield by Lady Robertson, wife 
of Sir Brian Robertson, Chairman of the 
British Transport Commission. The Lon- 
don Midland Region was the runner-up. 


WITHDRAWAL OF TRAIN SERVICE ON SOUTH- 
WALES’ BRANCH. LINE.—The passenger 
train service between Bridgend and Nanty- 
moel, Western Region, is to be withdrawn 
on and from May 5. Blackmill Station 
and Wyndham Halt will be closed for all 
purposes, but Brynmenyn, Ogmore Vale 
and Nantymoel stations will remain open 
to deal with certain parcels traffic. 
Tondu will continue to be served by 
passenger trains on the Bridgend to 
Abergwynfi_ service. Alternative road 
services in the area are operated by the 
Western Welsh Omnibus Co. Ltd. 
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Engineering Work on Enfield Town Branch, Eastern Region 


(See last week’s issue) 
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Removal of clay at Stoke Newington before blanketing with sand and roofing felt 
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After track lowering and drainage work in Stoke Newington Station, track is replaced by mechanical tracklayer, built 
at Shildon Works ; note restricted clearances 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. H. C. Johnson, General Manager, 
Fastern Region, British Railways, has been 
appointed a member of the British Rail- 
ways Productivity Council. 


Mr. W. P. Allen, M.Inst.T., Manpower 
Adviser to the British Transport Com- 
mission, who, as recorded in our April 18 
issue, is to retire on June 30, joined the 





Mr. W. P.. Allen 


Manpower Adviser, B.T.C., 


1954-58 


former Great Northern Railway as an 
engine cleaner at the Hornsey Depot in 
1907. He became a fireman in 1913 and, 
in 1924, was promoted to engine driver. 
He joined the Associated Society of Loco- 
motive Engineers & Firemen in 1912, 
and was Assistant Secretary of the Horn 
sey Branch from 1913 to 1921 and Secre- 
tary from 1921 to 1927. He was a member 
of the Executive Committee from 1927 to 
1933, and President for the years 1930, 
1932, and 1933. In 1933 he was elected 
Organising Secretary, and he became Assis- 


tant General Secretary in 1936, and 
General Secretary on January 1, 1940. He 
was a member of the National Wages 


Board from 1929 to 1933. He was awarded 
the C.B.E. in 1947. In 1944 Mr. Allen 


was appointed a member of a committee 
set up by the Government to inquire into 
the relation, both in industrial and non- 
industrial cases, between claims to security 
benefit and claims for damages in respect 
of personal injury caused by negligence: 
the 


and to review law governing the 








liability of employers to pay damages or 
compensation for industrial injury inde- 
pendently of the workmen’s Compensation 
Acts. In 1945 he was appointed a member 
of the War Damage Commission. In Sep- 
tember, 1947, he accepted the Minister of 
Transport’s invitation to become a full- 
time Member of the Railway Executive, 
and, on the abolition of the Railway 
Executive in October, 1953, he was 
appointed Chief of Establishment & Staff, 


British Transport Commission. In 1953 
he was appointed by the Minister of 
National Insurance to be a member of a 
committee set up to review the present pro- 
visions of the National Insurance (Indus- 
trial Injuries) Act under which benefit is 
paid for diseases and for personal injuries 
not caused by accident. On October 28, 
1948, Pacific Locomotive No. 60114, the 
first of British Railways Class “ Al,” was 
named after Mr. Allen by Sir Eustace 
Missenden, O.B.E., then Chairman of the 
Railway Executive, at a ceremony at Kings 
Cross. Mr. Allen became Manpower 
Adviser to the B.T.C. in 1954. 


Mr. A. D. Eaton has been appointed 
Assistant Chief Civil Engineer, Malayan 
Railway, and not Assistant Civil Engineer 
as recorded in our March 28 issue. 


Mr. Alexander Robert Dunbar, O.B.E., 
who, as recorded in our April 18 issue, 
becomes Manpower Adviser to the B.T.C., 
joined 


the North British Railway at 





Stobcross in 1920 as a junior clerk. In 
1924 he qualified by competitive examina- 
tion for appointment as a_ Traffic 
Apprentice on the L.N.E.R., and, after 
three years’ training, became Assistant 
Yardmaster, Cadder (Lanarkshire). He 
then moved to the Manchester area as 
Assistant Yardmaster, Guide Bridge, in 
1931 being appointed Deputy Chief Con- 
troller, District Control Office, Man- 
chester. After a period in the Central 





Mr. A. R. Dunbar 
Appointed Manpower Adviser, 
B.T.C. 


Control Office at Liverpool Street, Mr. 
Dunbar was, in 1935, appointed Yard- 
master, Sheffield, and a year later returned 
to Manchester as _ Assistant District 
Superintendent. In 1940 he was appointed 
District Superintendent, Leeds, and, in 
1942, District Superintendent, Manchester. 
He became Acting Assistant Superinten- 
dent (Eastern Section), Southern Area, 
L.N.E.R., in 1943. At the end of the war 
he was awarded the M.B.E. for services 
in connection with military and Air Force 
traffic in East Anglia. In 1946 he became 
Senior Assistant Superintendent, Southern 
Area, L.N.E.R., and, in January, 1948, 
was appointed Operating Superintendent 
(Eastern Section), Eastern Region, British 
Railways. He became Divisional Opera- 
ting Superintendent (Eastern), Liverpool 
Street, in 1949. Mr. Dunbar was 
appointed Assistant Chief Regional 
Manager, York, in 1954, and his post was 
re-designated Assistant General Manager 
from January 1, 1955, when the present 
Regional organisation for British Railways 
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was introduced. He was President of the 
Eastern Region Staff Railway Society 
from its foundation, in April, 1952, until 
December, 1954. Mr. Dunbar’ was 
awarded the O.B.E. in the New Year 
Honours List in 1956. He gained the 
British Transport Commission Award of 
the Institute of Transport, for 1956, for his 
paper “The problem of passenger trans- 
port in small towns and rural districts.” 
He is a Member of the Institute of Trans- 
port and has served as a member of the 
Council of the Institute since September, 
1957. 


The late Mr. Eduardo Hamilton 


General Manager, Jamaica Railway, 
19 


The late Mr. Eduardo Hamilton, General 
Manager of the Jamaica Government Rail- 
way, whose death was recorded in our 
April 18 issue, was born in 1902. He 
entered the service of the Jamaica Govern- 
ment Railway as a Learner Telegraphist 
in 1920. He was appointed Stationmaster 
in 1922, becoming a First Grade Clerk in 
1930 and Senior Clerk eight years later. 


In 1943 Mr. Hamilton was appointed 
Traffic Inspector and, in 1947, Senior 
Traffic Inspector. He became Traffic 


Manager in 1949, and General Manager 
in 1954. 

We regret to record the death, on April 
15, at the age of 78, of Mr. John Hampton 
Pawley, a director of George Cohen Sons 
& Co. Ltd. 


The Rt. Hon. the Earl of Verulam has 
been elected Chairman Designate of the 
Council of the British Institute of Manage- 
ment, succeeding Mr. Harold Wilmot, 
C.BE. 
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Colonel R. G. Jackson, who, as 
recorded in our April 18 issue, has been 
appointed General Manager, Jamaica 
Government Railway, was born in 1908. 
He was educated at Lancing College, the 
Royal Military Academy, Woolwich, and 
at Queen’s College, Cambridge. He was 
commissioned in the Royal Engineers in 
1928, and, from 1934 to 1937, underwent 
a long railway course, which included one 
year with the Great Western Railway. 
After various duties in the Royal Engin- 
eers he was posted to the Transportation 
Service, R.E., and served in Persia, the 


Middle East and north-western Europe. 
He was Deputy Director Transportation, 
Middle East, from 1953 to 1956, and held 
the same appointment at the War Office, 
Policy Wing, from 1956 to 1958. 


Mr. J. K. Vaughan-Morgan, M.P., Min- 
ister of State, Board of Trade and Chair- 
man of the Advisory Council on Middle 
East Trade, and Mr. W. H. McFadzean, 
Vice-Chairman and Industrial Leader of 
the Council, will visit Middle East 
countries during May and June. 


Following the appointment of Mr. A. R. 
Dunbar, Assistant General Manager, North 
Eastern Region, British Railways, to the 
position of Manpower Adviser to the 
British Transport Commission, the organi- 
sation of the North Eastern Region will be 
revised. The present positions of Assistant 
General Manager and Chief Traffic 
Manager will be abolished and in their 
place there will be an Assistant General 
Manager (Traffic) and an Assistant General 
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Manager (Administration). The Assistant 
General Manager (Traffic) will embrace 
responsibility for traffic matters formerly 
undertaken by the Chief Traffic Manager. 
Mr. F. C. Margetts, Chief Traffic 
Manager, North Eastern Region, has been 
appointed to the post of Assistant General 
(Manager (Traffic) with effect from April 
21, 1958. 

The Assistant General Manager (Admin- 
istration) has not yet been appointed, 


Mr. T. W. Royle, Assistant District 
Operating Superintendent, Leicester, Lon- 





Colonel R. G. Jackson 
Appointed General Manager, 


Jamaica Railway 


don Midland Region, British Railways, has 
been appointed District Operating Super- 
intendent, Birmingham (W), London Mid- 
land Region. 


Mr. A. P. H. Pehrson, Executive Direc- 
tor in charge of Export Sales, Simmonds 
Aerocessories Limited, and Firth Cleveland 
Instruments, Limited, is on a business visit 
to Sweden and Denmark. Mr. R. G. Tant, 
Technical Export Sales Representative, 
Speed Nut Division, Simmonds Aeroces- 
sories Limited, is visiting Norway, Sweden 
and Finland. 


We regret to record the death, on 
April 22, of Mr. J. G. Buchanan, an altern- 
ate director of the Expanded Metal Co. Ltd. 


Mr. R. W. Elliott, M.P., has been ap- 
pointed Parliamentary Private Secretary to 
Mr. Richard Nugent, M.P. and Mr. 
Airey Neave, M.P., Joint Parliamentary 
Secretaries to the Ministry of Transport & 
Civil Aviation. 
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Lord Dudley G. Gordon, Chairman of 
the Hadfield group, is touring North 
America in connection with the develop- 
ment of the group’s export business. 


Mr. D. A. B. Michael, Stud.I.C.E., Sir 
Wm. Halcrow & Partners, has _ been 
elected a Graduate of the Institution of 
Civil Engineers. 


The Illinois Central Railroad announces 
the following appointments:— Mr. N. L. 
Patterson, as General Superintendent, 
Dining Service; Mr. H. R. Koonce, as 
Superintendent, St. Louis Division at 
Carbondale, Illinois; Mr. J. F. Sharkey, as 
Executive General Agent, Chicago, and 
Mr. J. P. Moran, as Superintendent, East 
St. Louis Terminal. 


Mr. Allen A. Scaife has been appointed 
Managing Director of H. Widdop & Co. 
Ltd. He succeeds Mr. J. T. MacLeod, who, 
because of ill-health, is retiring from his 
executive duties after 33 years of service. 
Mr. MacLeod will remain on the board and 
will be available as a general consultant. 


Colonel B. H. Leeson, Director of the 
British Electrical & Allied Manufacturers 
Association since 1946, has been appointed 
Chairman of the Board of Governors of 
Faraday House’ Engineering College. 
Colonel Leeson is a Past President of the 
Institution of Electrical Engineers. 


Mr. Malcolm A. Curry, General Man- 
ager of the A.B.C. Coupler & Engineer- 
ing Co. Ltd., has been elected to the 
board as Joint Assistant Managing 
Director. Mr. D. B. Ashworth has retired 
from the board. 


Mr. G. E. Beharrell has been appointed 
to the board and elected Chairman of the 
John Bull Rubber Co. Ltd. Mr. J. Wright 
has also been appointed to the board. 
Mr. Beharrell is Chairman & Managing 
Director of the Dunlop Rubber Co. Ltd. 


_ Mr. Stanley E. Lodge, Director of Train- 
ing Programmes, Alco Products Inc., 
Schenectady, is in Sydney, where he will 
assist A. E. Goodwin & Co. Ltd. in the 
manufacture of diesel locomotives. The 
company, which is the licensee in Australia 
for Alco Products Inc., is building a new 
plant at Sydney to supplement existing 
works. After completing his duties in 
Australia, Mr. Lodge expects to transfer to 
_ as the Alco Middle East representa- 
ive, 


Mr. J. R. Allan has been appointed Joint 
Managing Director of Acme Ventilating, 
Limited. He is already a Director of Acme 
Conveyors Limited, and holds the post of 
General Manager of the Acme Group of 
companies. Mr. P. Lowe is appointed 
Sales Director of Acme _ Ventilating 
Limited, in addition to being Sales Director 
of Acme Conveyors Limited. 


Mr. A. D. Jenkins has been appointed 
to the new position of Divisional Chief 
Engineer, Smiths Industrial Instrument 
Division. 


Mr. C. K. Turner-Hughes has relin- 
quished the position of Associate Director 
of Sales, Simms Motor Units Limited. Mr. 
W. H. Binns and Mr. D. H. Henri continue 
in their present positions of Sales Manager 
(Operators) Division and Sales Manager 
(Manufacturers) Division respectively. 


Mr. E. W. Nicholls, Senior Represen- 
tative of the Firth Co. Ltd., is on a six- 
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week visit to Canada and the United States 
of America. 


Ing. Anton Meyer and Dipl.-Ing. Rudolf 
Stachel, until recently Vice-Directors of 
the Swiss Locomotive & Machine Works, 
have been appointed Directors of that 
undertaking. Dipl.-Ing. Charles Erzinger, 
until recently head of the sales organisation 
in India, has been appointed a Vice- 
Director. 


Mr. J. D. Handyside has been appointed 
Controller of Research, National Institute 
of Industrial Psychology, with effect from 
April 1 


Mr. H. F. Wilson and Mr. C. L. G. 
Fairfield have been appointed to the board 
of the Telegraph Construction & Mainten- 
ance Co, Ltd. Mr. Wilson will assume the 
appointment of Managing Director of the 
Telecon Cables Group. 


Mr. P. M. Holman has been appointed 
Chairman of the Climax Rock Drill and 
Engineering Works Limited, in place of 
the late Mr. R. R. Ewing. Mr. J. M. 
Williams has been appointed a Director of 
that company. 


Mr. S. H. Clarke, has been appointed 
Director of the new fuel and process 
research station being built for the Depart- 
ment of Scientific & Industrial Research 
at Stevenage. 


Mr. F. Moore has been appointed 
Deputy Chief Engineer of Steel, Peech & 
Tozer Limited, a branch of the United 
Steel Companies Limited. 


Mr. L. Stubbs has been appointed Engi- 
neer-in-Chief (Locomotives), Ruston & 
Hornsby Limited. He succeeds Mr. F. J. 
Staddon who retired on April 1. 


Mr. T. P. Rome has been appointed 
Manager of the Liverpool branch of 
British Insulated Callender’s Cables 
Limited. He succeeds Mr. L. J, Fairhurst 
who is retiring. 


Mr. Granville Horsley has joined the 
board of Crofts (Engineers) Limited. 
He is also appointed Joint Managing 
Director of that company. 


Mr, L. E. Willson, Manager of the 
Southampton Office of the Skefko Ball 
Bearing Co. Ltd., has been appointed an 
Assistant Sales Manager and will com- 
mence his new duties on May 1. 


Small & Parkes Limited announces the 
appointment of Mr. Clement P. Collier as 
Production Controller. Previously he was 
with Renold Chains Limited. 


Mr. F. F. M. Ferguson, Managing 
Director of Dunlop South Africa Limited 
since 1952, has retired. He is succeeded 
by Mr. H. F. Gormley, Sales Director. 


Mr. R. J. Flitt has been appointed South 
Staffordshire Area Representative of the 
Lighting Division of Philips Electrical 
Limited. 


Colonel J. W. Danielson has retired as 
Chairman of the Deritend Stamping Co. 
Ltd. at the end of February, but remains 
on the board of that company. He has 
been succeeded by the Deputy Chairman, 
Mr. C. W. Perry. 


Mr. Herbert P. Bridge and Mr. David 
C. Akester have joined the board of Vent- 
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Axia Limited. Mr. Christopher M. 
Courage has resigned from the board. 
Mr. Rodney S. Hunter has joined the 
board of the subsidiary company, Axia 
Fans Limited. 


Mr. F. R. Squires, Manager, Distribu- 
tion Department, Mobil Oil Co. Ltd., has 
been appointed Manager of Retail Divi- 
sions. In consequence, Mr. A. Peck 
becomes Manager, Distribution Depart- 
ment, and Mr. N. P. Huntley will suc- 
ceed him as Manager of Consumer Fuels 
Department. 


THE INSTITUTION OF LOCOMOTIVE 
ENGINEERS 

The following names have been entered 
on or transferred in the Register of 
Members of the Institution of Locomotive 
Engineers : — 

Members 

Mr. P. C. Kapoor, Joint Director, Mech- 
anical Engineering, Railway Board, New 
Delhi. 

Mr. C. L. Smith, Managing Director, 
Gloucester Railway Carriage & Wagon 
Co. Ltd. 

Mr. R. S. S. Thompson, Assistant Trac- 
tion Engineer (Electric Locomotives), 
Central Railway, Kalyan, India. 
Associate Members 

Mr. S. Frank, Technical Representative, 
English Electric Co. Ltd., Sao Paulo, 
Brazil. 

Mr. A. K. Ghosal, Resident Carriage 
Inspector, Western Railway, Bombay. 

Mr. J Hudson, Assistant to the 
Advisory Engineer for New Zealand Rail- 
ways, London. 

Mr. G. C. Knight, Technical Assistant, 
Engineering Division Research Depart- 
ment, British Railways, Derby. 

Mr. D. R. Minkley, Section Leading 
Draughtsman, Brush Traction Limited, 
Loughborough. 

Mr. A. Porter, Locomotive Shedmaster, 
Darnall, Sheffield, Eastern Region, British 
Railways. 

Mr. E. L. Roberts, Leading Draughts- 
man, Rolling Stock Design Department, 
English Electric Co. Ltd., Preston. 

Mr. J. W. Welch, Resident Contracts 
Engineer, English Electric Co. Ltd., 
Umtali, S. Rhodesia. 

Mr. L. Wilson, Development Engineer, 
Davies & Metcalfe Limited, Stockport. 
Associates 

Mr. J. F. Clarke, Technical Engineer, 
Shock Absorber Division, Jonas Wood- 
head & Sons, Limited, Leeds. 

Mr. F. E. Jobson, Sales Manager (Rail- 
= Materials), Steel Peech & Tozer, Shef- 
field. 


Mr. T. H. D. Russell, Assistant Traffic 
Manager, Malayan Railway. 

Graduates 

Mr. B. R. Deoraj, Draughtsman/A, 
Locomotive Wing, Research Design Stan- 
dardisation Organisation, Ministry of Rail- 
ways, Chittaranjan, India. 

Mr. LL. . Hammond, Progressman, 
Chief Mechanical & Electrical Engineer’s 
Department, Stratford, London, Eastern 
Region, British Railways. 

Students 

Mr. G. H. Page, Technical Assistant 
(Trainee), London Transport Executive. 
Transfers Associate Member to Member 

Mr. G. B. Bradshaw, Chairman & 
General Manager, Richardson, McCabe & 
Co. Ltd., Wellington, New Zealand. 

Mr. M. A. Lockhart, Technical Repre- 
sentative, Beyer Peacock & Co. Ltd. 
Transfer Graduate to Associate Member 

Mr. P. A. Payne, Mechanical Engineer 
(Railways), Transport & Harbours Depart- 
ment, British Guiana. 
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EQUIPMENT AND PROCESSES 





High Pressure Welding and 
Cutting 


HIGH pressure gas welding and cutting 

set with the trade name Clyde is now 

available enabling an operator to weld 

from 2 in. to < in. in thickness, and also 

cut from sheet steel to mild steel 4-in. 
thick. 

The blowpipe can be used only with 
dissolved acetylene from a cylinder or 
acetylene from a high pressure generator 
or booster. To weld different thickness of 
material from 25 in. to ~ in. in thickness, 
the operator has only to change the nozzle 
but to enable the operator to keep further 
away from the heat when the larger 
nozzles are used, a long head tube is sup- 
plied with the set. 

The mixing chamber in the Clyde blow- 
pipe permits the use of moderate pressures 
of oxygen and acetylene. The chief aim 
in the design of the shank has been to 
provide a light, balanced and comfortable 
blowpipe on which the controls have been 
conveniently placed in front of the oper- 
ator. The handle tube of the shank is of 
milled brass which enables a flow of air 
to pass between it and the operator’s hand, 
thus having an advantageous cooling 


effect. It has been designed to combine 
lightness with a strength sufficient to with- 
stand considerable abuse. The mixing 
chamber is designed so that the flame is 
proof against flash-back. 

When using the equipment for cutting, 
the blowpipe is simply converted for cut- 
ting by removing the welding head and 
attaching the cutting heads. The nozzles 
normally supplied with the cutting heads 
will make cuts from 3 in. to 3 in. in thick- 
ness. The control of the cutting oxygen 
is by means of a lever, placed for thumb 
operation, which is depressed while cutting 
and is self closing when released. 

The price of the equipment, shown in 
the accompanying illustration, is £17 10s. 
Further details may be obtained from the 
manufacturer, D. S. Baddeley Engineering 
Co. Ltd., 43-45, York Street, Glasgow. 


Cutting Disc Machine 


THE Discut cutting disc machine is 

designed for the filing, trimming and 
shaping of materials up to the hardness 
of mild steel in rolling stock construction 
and similar work. 

The 10-in. cutting disc is powered, 
through a gearbox, by an electric motor. 
It is available in both bench and floor- 
standing models; the latter type is 
illustrated. 

The cutting disc is of non-cast steel, 
toughened by .a special heat treatment. 
It is mounted on a backplate with vanes 
which drive air through the cutting teeth 
and to assist cooling the disc. 

The machine is designed mainly for 
work on materials which are not easily 
cut by grinding wheels and other conven- 
tional devices. It will work at high speed 
on wood, aluminium, lead, copper, brass, 
mild alloys, plastic, and hard rubber, and 
so on. Even tough steel can be cut; 
although this is not an intended use. 

The disc leaves a smooth finish. Waste 
comes away in chips, rather than dust, 
which allows recovery when _ costly 
materials are being worked. Extraction 
apparatus is unnecessary in most cases. 

Both the bench and pedestal models are 
available in three types: three-phase, 
single-speed, 400-440 V.; single-phase, 
single-speed, 220-240 V.; and three-phase, 
dual-speed, 400-440 V. 

For general purposes, the standard disc 
speed is about 400 r.p.m.; for special 
applications needing other speeds, the 
manufacturer will offer advice on request. 
Ex works prices range from £73 10s. to 
£107. Spare cutting discs cost £4 1Is., and 
spare backplates £4. 

The manufacturer is Stanley Works 
(Great Britain) Limited, Rutland Road, 
Sheffield, 3. 


Self-Adhesive Nameplates 


SELF-ADHESIVE nameplates can now 

be supplied in any shape or size to 
specific requirements. These labels and 
plates are supplied in a variety of 
materials and finishes. 

Tickotab nameplates will adhere to 
most metals, wood, glass, and other sur- 
faces, and require no drilling or pinning. 

Further details can be obtained from 
John Gosheron & Co. Ltd., Packaging 
Tape Centre, Vauxhall, London, S.E.11. 


Sprag Clutches 


N addition to the range of power trans- 
mission accessories is known as the 
Renold sprag clutch. More than 70 
standard sizes are available, ranging from 
50 lb.-in. to 136,500 lb.-ft. torque capacity 
and 0:250- to 12-00-in. bore size. 

The sprag clutches can be used as free 
wheelers, one-way or “hold back” 
clutches, and as a means of indexing. In 
most cases the sprag clutch is supplied 
complete with sleeve or anti-friction bear- 
ings, thus eliminating the risk of mis- 
alignment and simplifying machine design. 

Sprag clutches of this design have been 
marketed in the U.S.A. for the past 13 
years and have been used in a wide range 


of applications, including dual and multi- 
speed drives, stand-by drives, starters, con- 
veyors and elevators, feed mechanisms, . 
and transmissions. ; 
In simple form the sprag clutch consists 
of a full complement of shaped steel 
sprags, or wedges, located in the annular 
space between concentric inner and outer 
races. Power is transmitted from one 
race to the other by the wedging action of 
the sprags between them. Each sprag 
(see upper diagram) is so shaped _ that 
dimension AA is greater than BB. Rota- 
tion of one race in the “ driving ” direction 
causes the sprags to tilt, thus transmitting 
the torque in full from one race to the 
other. 
An coil (lower 


expanding spring 
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diagram) actuates the sprags, exerting on 
each one a tilting force which keeps the 
sprags in light contact with both inner 
and outer races. There is thus no lost 
motion, the driving torque being in- 
stantaneously transmitted between races. 
In any clutch of this type, the transmitting 
capacity must be dependent on the total 
load-carrying area. This clutch is so 
designed that the maximum possible 
number of sprags can be accommodated; 
thus it will transmit, it is stated, a greater 
torque in relation to its size and weight, 
than any other comparable type of clutch. 

The accompanying illustration is of an 
all-purpose clutch suitable for continuous 
over-running, and particularly suitable 
where the inner races over-run. 

Renold Chains Limiter, Renold House, 
Wyllenshaw, Manchester is licensed to 
manufacture these sprag clutches by the 
Formsprag Company, U.S.A., and further 
details can be obtained from the former 
company. 


Ultra-Fine Oil Filtration 


Continuous filtration of lubricating 
mineral oils is made possible with Models 
F.l and F.2 filtration units, which can 
filter down to 2 microns. They are com- 
pact in relation to their output capacity 
and simple and safe to operate. 

The Model F.1 has one filter chamber 
and the F.2 has two filter chambers which 
are mounted on a base together with an 
electrically-driven oil pump. 

Each filter chamber is fitted with an 
inlet and outlet valve, flow indicator and 
pressure gauge which indicates when the 
filters require cleaning. A remote warn- 
ing device can be supplied if required. 

The filter chambers contain easily 
removable filters, which consist of a series 
of two-way filter elements. The elements, 
which are the most important part of the 
unit, consist of special synthetic filter 
material with a service life of several 
years. 

Between the filter pads there are pivoted 
arms which remove the accumulated 
residues on the filters, quickly and easily. 

The units are fitted with a device on 
which the filter element is placed for 
cleaning. One complete turn of the filter 
removes all residue completely. 

An advantage of these units is that the 
filter elements cannot, even after a long 
period, become clogged by accumulation 
of dirt. This is achieved by using a 
special ultra-filter aid which is added to 
the filter chamber. This ultra-filter masse 
is floated on to the elements where it 
forms a _ sponge-like covering which 
absorbs impurities from the liquid. 

When the filter pressure, after a long 
period, reaches a certain height, the filter 
is removed, cleaned, and a new charge of 
ultra-filter masse is added. The regenera- 
tor is then ready for use again. 

The filtering capacity per hour of the 
F.1 is 66 gal. and the F.2 is 132 gal. 
Several of these filters may be fitted in 
parallel in an installation where greate! 
output capacity is required. 

These units can be supplied without 
feed pump for incorporation in existing 
circulating systems and portable models 
are also available which are fitted with 
two flexible metal hoses. Filter plants 
can also be made to order for special 
requirements. 

Further details may be obtained from 
the distributors in this country, Liquid 
Systems Limited, Norwich Union House 
Wellesley Road, Croydon, Surrey. 
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Stencil Ink Dispenser 


N aerosol ink dispenser, now available 
after two and a half years’ develop- 
ment, can be used for stencilling boxes, 
crates, metal drums, tarpaulins, concrete, 
and so on. 

The ink is quick-drying, waterproof, 
and suitable for porous or non-porous 
surfaces. The trade name for this aerosol 
stencil ink is Spray; advantages claimed 
are the elimination of waste and mess so 
often associated with stencilling methods. 
The dispenser is always ready for use, 
without any preparation beyond a shake 
of the can. 

Cleaning, and replacement of brushes 
and preparation of solid stencil ink and 
so on are obviated, and no additional 
equipment is required. 

Spray aerosol stencil ink is marketed by 
J. & H. Roseheim & Company, 80, York 
Street, Glasgow, C.2. 


Portable Lighting Kit 


A HARNESS has been developed which 

enables the manufacturer’s intrinsic- 
ally safe cap lamps to be used also as 
chest lamps 

A number of these kits have been 
ordered by the Scottish Region of British 
Railways for staff engaged, for example, 
for coupling up rolling stock, where both 
hands need to be free for such operations. 

Where there is no objection to wearing 
headgear, a webbing headband can be 
provided with the lamp harness; otherwise 
the lamp projector or headpiece can be 
fitted to a sliding clip on the harness 
shoulder strap. 

The harness is made from stout 2-in. 
webbing straps, and both waist and 
shoulder straps are adjustable for size. A 
detachable battery pouch can be fitted in 
a variety of positions on the waist belt, 
and is designed to carry the battery 
portion of either of two versions of cap 
lamps. The sliding clip on the shoulder 
strap is adiustable between the _ user’s 
shoulder and waist, and can be placed in 
the most useful working position. 

The webbing headband, which is adjust- 
able to any size, consists of two 1-in. web- 
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bing straps, one of which runs round the 
wearer's head, whilst the other passes over 
the top. At the front joint there is a 
hard fibre plate to which the headpiece 
clip is riveted. At the rear joint a spring 
clip is fixed to hold the lamp cable neatly 
in position. 

A universal ball joint fitting is also avail- 
able enabling the projector of the lamp to 
be pivoted in the required direction when 
the operator is working in very confined 
spaces. 

The external battery container and lid 
for Nife A 11 steel batteries are made of 
high-grade stainless steel, and the 
toughened plastic projector is fitted with 
a high efficiency Krypton gas-filled bulb, 
and alternative reflectors to give an intense 
beam or a broad spread of light. 

Each lamp will provide upwards of 
10 hours’ burning through the main bulb 
before the battery requires re-charging 
and a low consumption emergency bulb is 
provided. 

The equipment is manufactured by 
Nife Batteries, Limited, Redditch, Worcs., 
from which company further details can 
be obtained upon application. 





518 


Speedy Bridge Renewal in the 
L.M. Region 


A bridge replacement job in which the 
superstructure of an existing bridge was 
rolled out sideways and a new superstruc- 
ture rolled in, was carried out recently by 
the London Midland Region of British 
Railways on the suburban electric line 
between Willesden and Acton Central. 

While similar technique has been em- 
ployed on a number of. occasions, this 
particular replacement was complicated by 
the fact that the bridge carries the subur- 
ban tracks over the Western Region main 
line. Also, it was not possible to give 
the engineers possession of the line for 
more than a limited period at weekends. 
The actual changeover of the superstruc- 
ture of the bridges was carried out on a 
Sunday. 


Existing Structure 

The superstructure of the existing bridge 
was due for replacement and as the cast 
iron supporting columns would not be suit- 
able for the new superstructure, it was 
decided to replace these also. The bridge 
had main girders continuous over three 
spans. The deck was formed of cross 
girders and floor plating and the perman- 
ent way was carried on_ longitudinal 
timbers. 

The new bridge has a superstructure of 
welded steel main girders continuous over 
three spans with intermediate supports of 
steel columns on a piled foundation. The 
deck is formed of steel girders in concrete 
in situ slab. 


Sequence of Work 


Before carrying out the work, steel 
trestles were built alongside the abutments 
extending on either side of the existing 
bridge. This enabled the new superstruc- 
ture to be erected on rolling-in carriages 
on one side, and the existing superstruc- 
ture to be rolled out on the other side. 

When the existing superstructure had 
been rolled out the up line was tempor- 
arily diverted over it. Then the cast iron 
columns were replaced by steel columns 
and the tops of the abutments prepared 
to receive the new superstructure, This 
was rolled in and jacked down into posi- 
tion on the abutments and columns. 

The down line was then installed over 
the up line half of the new superstructure 
on temporary supports so that the down 
line half of the deck could be concreted. 
When the concreting is complete the down 
line will be installed in its correct posi- 
tion, and the up line half of the bridge 


Old bridge (left) rolled out; steel columns erected ready for 
new bridge 
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deck concreted. When this concreting is 
completed in mid-May the up line will be 
installed in its correct position, and the 
existing bridge superstructure dismantled 
and removed. 

The whole of the work was under the 
direction of Mr. J. Taylor Thompson 
Chief Civil Engineer, London Midland 
Region, and the bridge was designed under 
the supervision of Mr. F. Turton, Assist- 
ant Engineer (Bridges), London Midland 
Region. The steelwork was _ supplied, 
delivered, and erected by the Butterley 
Co. Ltd., and the general contract work 
carried out by Leonard Fairclough Limited. 








Southern Region Kent Coast 
Line Electric Services 


Details have been announced by the 
Southern Region of the services that it 
plans to operate as soon as the first stage 
of the Kent Coast electrification scheme 
from Gillingham to Margate, Ramsgate 
and Dover is completed next year. 

There will be four different types of 
services:—Business services between 
Cannon Street and Margate and Ramsgate 
connecting with Dover trains via Faver- 
sham and Canterbury; off-peak express 
services between Victoria, and Margate 
and Ramsgate, and Victoria and Dover 
Priory via Canterbury East; semi-fast 
services between Charing Cross and 
Margate and Ramsgate, and Victoria and 
Sheerness-on-Sea; and stopping services 
between Sheerness-on-Sea and Dover 
Priory and Sittingbourne and Sheerness- 
on-Sea. 

The business services will be similar to 
the present steam services but cutting 
between 10 and 20 min. off the journey 
time, with possibly one or two extra trains 
to and from Victoria. Up trains will start 
later and arrive in London at the same 
time as at present: down trains will leave 
London as at present and arrive at destina- 
tion earlier. 


Off-Peak Expresses 


The Ramsgate and Dover Priory 
expresses will run as one train as far as 
Gillingham, and then divide, one part 
going to Ramsgate and the other to Dover 
Priory. New rolling stock is being built 
for these express services, and trains will 
consist of multiples of four-coach units. 
It will be possible to walk through the 
whole length of the train. There will be 
buffet cars on some of the trains. 
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They will leave Victoria hourly from 
7.40 a.m. to 3.40 p.m. and again from 
7.40 p.m. to 10.40 p.m. Up expresses will 
run both from Ramsgate and Dover Priory 
from 9.10 a.m. hourly to 9.10 p.m. There 
will be a train from Ramsgate only, how- 
ever, at 10.10 p.m. 

Victoria and Ramsgate expresses will 
call at Bromley South and Chatham 
before reaching Gillingham in 47 min. 
After they divide the Ramsgate expresses 
will call at Whitstable, Herne Bay, 
Birchington - on - Sea, Westgate - on - Sea, 
Margate, Broadstairs, Dumpton Park, and 
Ramsgate. The Dover trains will call at 
Sittingbourne, Faversham, Canterbury 
East, Adisham, Aylesham Halt, Shepherds 
Well, Kearsney, and Dover Priory. 

During holiday peaks there will be 
extra fast trains which will cut out a 
number of stops; they will travel from 
Victoria to Herne Bay, for instance, in 
75 min., and to Margate in about 94 min. 


Semi-Fast Trains 

Semi-fast trains will leave Charing Cross 
at 40 min. past the hr., calling at Woolwich 
Arsenal, Dartford, Gravesend Central, 
Strood, and all stations to Ramsgate. 

Semi-fast trains will leave Victoria at 15 
min. and Sheerness at 2 min. past the hr., 
completing the journey in 90 and 96 min. 
respectively, calling at Bromley South, 
Swanley, Farningham Road, Fawkham, 
Meopham, Sole Street, Rochester, Chat- 
ham, Gillingham, Rainham, Newington, 
Kemsley Halt, Swale Halt, and Queens- 
borough. 

Through trains hourly will leave Sheer- 
ness at 36 min, past the hr., to arrive at 
Dover Priory 88 min. later, and will leave 
Dover Priory at 38 min. past the hr. to 
arrive 92 min. later. These trains will 
inter-connect at Sittingbourne with the 
Victoria expresses. 


Local Service 

An hourly local service will leave Sit- 
tingbourne at 7 min. past each hr., and 
Sheerness-on-Sea at 16 min. past each hr., 
to connect at Sittingbourne with the semi- 
fast trains between Charing Cross and 
Ramsgate. New stock is also being built 
for these intermediate trains which will be 
made up of a number of two-car units. 
One of the cars in each unit will have 
first class compartments and a second class 
saloon with toilet facilities. The other 
car will be second class only with separate 
smoking and non-smoking saloons. 

The whole route from Victoria to Rams- 
gate, also to Sheerness-on-Sea will be 
equipped with colour light signalling. 


New bridge in final position; former bridge is behind it, after 


rolling out 
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Steels Engineering International 
Conference 


Over 50 distributors from overseas 
were present at the opening of the Steels 
Engineering Products Limited sales con- 
ference now in session at Scarborough. 
This has been timed to coincide with the 
Mechanical Handling Exhibition at Earls 
Court. The conference opened on 
April 28 and closes on May 4. 

During the period of the conference 
delegates study every aspect of the 
company’s activities in the design, manu- 
facture and selling of Coles cranes. This 
is the third overseas distributors con- 
ference to be held, and besides the lectures 
and discussions led by Mr. James Steel, 
Chairman of the company, the conference 
has been addressed by a number of tech- 
nical specialists and large-scale crane 
users. 

In the equipment demonstrations, staged 
in working conditions, a new range of 
15 cranes was exhibited. Machines in 
the range of particular interest to railway 
operators are the 6- to 10-ton self- 
propelled units with cantilever jibs. With 
a travel speed of 4 to 6 m.p.h. these 
machines can operate in relatively narrow 
gangways and the cantilever jib permits 
close operation to the wagon side. Work- 
ing below the maximum load rating the 
jib can conveniently be extended for the 
loading of wagons over a wide radius and 
the full circle slewing reduces manceuvring 
to a minimum. Two distinctive features 
of the new range are the diesel-electric 
transmission and the replacement of the 
centre-post by a large-diameter ball bear- 
ing slew ring. This gives a more even 
load distribution on the chassis frame. 

Where one crane is required to serve 
several terminals, a truck-mounted unit 
which travels at normal vehicle speeds is 
used. Included in the demonstration of 
general purpose equipment was a 25-ton 
strut-jib machine operating as a drag- 
line excavator. 


Republic of Ireland Transport 
Bill, 1958 


The text of the Republic of Ireland 
Transport Bill, the main object of which is 
to give effect to the Government decision 
to implement with modifications the 
recommendations of the Transport Inquiry 
Committee of 1957 was issued last week. 
The bill is meant to enable the board 
of Coras Iompair Eireann to reorganise 
the undertaking so that it may pay its way 
and preserve the railways as an integral 
part of the national transport system. The 
board is to have substantial financial assist- 
ance during a transition period to enable it 
to complete the reorganisation of road and 
rail services with the maximum commercial 
freedom. 

A general obligation is being placed on 
C.LE. to eliminate losses by March 31, 
1964; in the meantime reasonable trans- 
port services must have been provided. The 
board may not terminate a rail service 
except where it is satisfied that there is no 
prospect of continued operation becoming 
economic within reasonable time. Subject 
to these obligations the bill states that 
the board shall have full autonomy in the 
Provision of services, closure of lines and 
Stations, and the fixing of charges. 

_ The bill will enable the board to term- 
imate rail services which are uneconomic 
but it will not be obliged to provide sub- 
stitute road services. Private interests may 
apply for authority to operate such services. 
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Common carrier obligations which restrict 
the commercial adaptability of C.I.E. are 
to be removed and the board will no longer 
be precluded from charging preferential 
rates for any particular traffic. 

The 3 per cent transport stock 1955-60 
amounting to £9,889,083 is being deemed 
to be a Government loan and the stock 
eliminated from the C.LE. balance sheet 
and all liabilities attaching to it including 
an annual interest charge of £296,672 will 
become a direct responsibility from the 
Minister for Finance. The board is also 
being relieved of liability to repay 
£1,800,000 in respect of Government 
advances 1956-57 towards capital expendi- 
ture. 

This reorganisation is equivalent to a 
total write-off of £11,700,000 in the liability 
of the board and a reduction of £400,344 
in the annual interest charges. A sum of 
£4,800,000 provided by the exchequer up 
to March, 1958, to meet transport stock 
interest is also being written off and this 
will relieve the board of an additional 
charge of £231,491. The total relief in 
interest charges will, therefore, be £631,835 
a year. 

The bill accepts that reorganisation will 
require a number of years and meantime 
direct exchequer assistance. Provision is, 
therefore, being made for non-repayable 
grants of £5,000,000 for the five years end- 
ing 1964. 

Compensation will be paid to members 
of the staff who may be the victims of 
worsening conditions of redundancy. An 
explanatory memorandum says the board 
will be expected to intrduce modern 
methods in respect of level crossings and 
to dispose of sites of abandoned railway 
lines to local authorities and public bodies. 








Small Hunslet Shunting 
Locomotive 


A 70-b.h.p. two-axle 15-ton  diesel- 
mechanical loco-tractor with the name 
Yardmaster has been evolved by the 
Hunslet Engine Co. Ltd. for metre, 
3-ft. 6-in., and 4-ft. 84-in. gauge tracks, 
and for speeds of up to 10 m.p.h. The 
locomotive can be fitted with a Gardner 
4 LW or a Dorman 4 LB water-cooled 
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diesel engine. The new Hunslet single- 
stage hydraulic torque converter is the 
principal feature of the transmission, 
which also includes a two-speed gearbox. 
Each gear clutch is operated hydraulically. 


Shunter’s Platforms 


Long shunter’s platforms are fitted 
along each side of the unit and driving 
controls are so arranged that they can be 
operated either by a man standing on the 
steps or from the normal driving seats in 
the cab. 

The locomotive has a wheelbase of 
5 ft. 5 in. and can easily negotiate curves 
of down to 60 ft. radius. Other leading 
dimensions include: length over buffer 
beams, 13 ft. 34 in.; overall width, 8 ft.; 


overall height, 9 ft. 64 in. Alternative 
maximum tractive efforts available, 
limited by adhesion, are 8,800 or 
10,200 Ib. 





Trial of Sliding Roof Wagon 


A 21-ton four-wheel wagon fitted with 
a form of sliding roof is undergoing trials 
on British Railways. The roof is of the 
type supplied by S. A. MacGregor- 
Comarain for the S.N.C.F. design of freight 
wagon described in our March 7 issue. 

An agreement with the French company 
for the manufacture of these covers for 
wagons in this country has been made 
with Rubery, Owen & Co. Ltd. of Darlas- 
ton. At present considerable research and 
development is being carried out by the 
British firm; and also the fitting of proto- 
type covers to a variety of wagons. 

The latest development has been the 
fitting of the sliding roof sections to a 
21-ton wagon. 

Interest has been shown by British 
Railways in this development, and upon 
completion of the sliding roof wagon they 
arranged for this to go into service to 
observe the reactions of the commercial 
user. 


Demonstrations 
A vehicle fitted with a collapsible roof 
was recently put into service in South 
Wales for the sheet steel industry. 
Demonstrations also have taken place 





Hunslet Yardmaster locomotive, showing long, wide shunter’s platforms 
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with a model of the wagon tops before 
officials of British Railways. 

It is intended to exhibit this type of 
sliding roof at the forthcoming \Mechanical 
Handling Exhibition & Materials Hand- 
ling Convention which opens on May 7 
at Earls Court, London. 

The company is willing to carry out 
development work for any company which 
considers that the application of this 
sliding roof would prove advantageous to 
their products; in this connection, it is 
pointed out, the French National Railways 
have found that, for the carriage of sheet 
steel or similar heavy loads, the design 
has proved satisfactory. 


Staff and Labour Matters 


Railways Wages Dispute 

After the meeting last week between the 
Chairman, Sir Brian Robertson, and 
representatives of the B.T.C. and leaders 
of the three railway unions had with the 
Prime Minister and the Chancellor of the 
Exchequer and Minister of Transport, a 
joint meeting took place of the sub-com- 
mittee of Commission § and_ union 
representatives under the chairmanship of 
Sir Brian Robertson. They reviewed the 
discussions with the Prime Minister which 
took place on the previous day and it was 
agreed that a further meeting of the 
parties would be convened as soon as the 
reply of the Government was received to 
the Commission’s proposals. The sub- 
committee may meet earlier at the request 
of any of the parties. 

Sir Brian Robertson and Members of 
the Commission discussed the proposals 
with the Minister of Transport on 
April 28. 

The Commission has submitted to the 
Minister of Transport & Civil Aviation, 
Mr. Harold Watkinson, proposals for 
effecting economies on British Railways; 
these proposals were being examined as 
we went to press. 

The London District Council of the 
N.U.R. declared on April 29 that if the 
B.T.C. or the Government did not make 
a statement on the N.U.R. wage claim by 
May 13 they would take action themselves. 


London Busmen’s Wage Claim 

Efforts to avert the strike of London 
busmen due to take place on May 5 were 
made by Sir John Elliot, Chairman of the 
London Transport Executive on April 25, 
when he had talks with two of the leaders 
of the Transport & General Workers’ 
Union—Mr. Frank Cousins, the General 
Secretary and Mr. H. R. Nicholas. The 
talks lasted for two-and-a-half hours. 

The present situation was fully discussed 
between the parties. In the course of 
the discussion, Sir John Elliot put forward 
the following proposal: 

If the Industrial Court award of 8s. 6d. 
to the Central Road Services platform staff 
were accepted and the strike notice 
cancelled, there should be an examination 
in the autumn, with the union, in the light 
of the then existing circumstances, the 
wage rates of the grades of staff covered 
by the present application to whom no 
award had been made; such review should 
include a joint examination of the means of 
securing the most economical operation 
and maintenance of the London Transport 
road services. 

The union was unable to accept this 
proposal and made a counter-proposal to 
the effect that the Executive should grant 
an increase of 6s. 6d. a week to all grades 
covered by the application and, in addi- 
tion, should review the pay of the whole 
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of these grades later in the current year. 

The Executive could not accept this, 
having regard to the terms of the Industrial 
Court award. 

It was reported as we went to press that 
no further meeting had been arranged 
between the Executive and the union. 

On April 29, Mr. Cousins appealed to 
the Minister of Labour, Mr. Iain Macleod, 
to use his good offices with the London 
Transport Executive in favour of the 
acceptance of the union’s proposals for a 
settlement. It was reported on April 30 
that Mr. Macleod had declined to inter- 
vene. 

The same day a delegate conference of 
the union, representing Central Services 
staff, repudiated Mr. Cousins’ suggestion 
and voted to stand by their decision to 
strike for an increase of 10s. 6d. a week. 





Parliamentary Notes 


Railway Transport Conditions Reviewed 


On Civil Estimates requiring an extra 
£40 million for the current financial year 
for the Ministry of Transport, mainly 
for roads and research, a full day’s debate 
took place on April 22, chiefly about rail- 
ways. 

Mr. Ernest Davies (Enfield E.—Lab.) 
said that the Government embarked upon 
a transport policy which was directed 
at wrecking the planned and balanced 
public service system which the Labour 
Government aimed at and which the Com- 
mission was succeeding in creating. He 
cited a series of “interferences” by the 
Government since 1952. In effect, there 
had been a cut of over one-sixth in the 
capital for the modernisation programme. 
One of the main reasons for the decline 
in the Commission’s traffic was the de- 
nationalisation of road haulage. 

Mr. G. R. H. Nugent, Joint Parliamen- 
tary Secretary to the Ministry of Transport 
& Civil Aviation, said that the credit for 
financing the vast modernisation pro- 
gramme was due almost entirely to the 
Government. 

There were signs that passenger traffic 
was more than holding its own now. The 
diesel multiple-unit passenger unit had 
attracted new traffics, and the passenger 
traffic programme up to the end of last 
year was for 1,000 new vehicles in this 
category, and 2,000 more were to come 
this year and next year. The programme 
for main-line diesel locomotives had to be 
cut over the accelerated programme that 
the Regions put up. Nevertheless, 155 
were expected to be brought into action 
this year and 200 next year. There was 
some slowing un in station building, but 
electrification had gone on without a 
check. 

On the freight side there was bound to 
be more anxiety. There was a downward 
trend as compared with 1951. The 10- 
mile figure was down by 10 per cent, 
although the figure for 1957 was helped 
to some extent by petrol rationing. The 
Commission had responded to a request of 
the Minister that it should make a com- 
plete review. and, as a result, initiated a 
programme of economies which would 
amount to approximately £15 million this 
year in respect of all services. Further 
savings which the Commission hopes to 
make would generally arise from its efforts 
to match its staffing more closely to meet 
the existing trend of traffic and the lower 
staffing needed for modernisation. 

“In this exercise is an attempt by the 
Commission,” Mr. Nugent explained, “to 
assess the viable economic level of 
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activity at which British Railways should 
be operated. These economies will do no 
more than bring the Commission’s deficit 
within manageable limits, in terms of the 
1957 Act, that is to say, if it is to keep 
within the total of £250,000,000 which we 
have allowed to finance those deficits.” 
Mr. Nugent then dealt with the 
mechanical and engineering side of 
modernisation and the commercial struc- 
ture. He said the first would provide fast, 
regular, safe services, and the second would 
provide that those services are adjusted 
as far as possible to meet the needs of 
customers and traders in order actively 
and effectively to sell services to them. 


Projects Going Ahead 

“Our railwaymen certainly know all 
that is needed on the mechanical and 
engineering side, and the plan is compre- 
hensive indeed. There is no check on 
marshalling yards, but they cost several 
millions and usually take two to three 
years to construct. Although, to our 
credit, we have at Thornton, Scotland, one 
of the most modern, fully automatic 
marshalling yards in the world, we are 
still a long way short of having all the 
modern marshalling yards which we plan 
finally to have. 

“There has been some reduction of the 
accelerated programme for the fitting of 
the continuous brake system. The develop- 
ment of the container services is going 
ahead without check. There has been 
much experimenting to find the right kind 
of container, and there has been a great 
deal of work on the vick-a-back system, 
and so on. The Commission has just about 
settled its mind on most of those aspects 
now and is ready to go into full produc- 
tion. 

“The Commission does not consider 
that net receipts can be improved by any 
general increase in rates of either passen- 
ger fares or freight charges at present. 

“ Despite all his anxieties, the Chairman 
of the Commission tells me that he 
still adhere to the target of solvency by 
186-62.” 


Work in Railway Workshops 

Mr. Francis Noel-Baker (Swindon— 
Lab.) asked about the impact of the 
modernisation programme on British Rail- 
ways workshops. 

Mr. Nugent replied that there would 
be a fair sharing of the work of con- 
struction. It happened that the power 
units were being made by firms outside 
the railway workshops, because they were 
better equipped and skilled to do it. The 
making of diesel engines and, indeed, the 
electrical units was a highly expert job. 
With regard to the other work, particu- 
larly where the cuts had fallen, the rail- 
way workshops had been left with their 
entire orders, and the private firms had 
taken all the cuts. 

Mr. W. Shepherd (Cheadle—C.): Main- 
tenance accounts for about 94 per cent of 
the work, and new construction an 
average of only about 6 per cent. 

Mr. Nugent: The power units in diesel 
locomotives were never built in the Com- 
mission’s workshops. What were built 
there were the locomotives themselves, 
particularly the light shunting diesels. 
None of the Commission’s workshops is 
geared up for building the diesel motors. 


Dutch System as a Model 
Mr. Ronald Russell (Wembley S.—C.) 
said the nationalised railway system of 
Holland had broken even every year, and 
in every year except two had made a 
profit. The State owned the capital, and 
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the company operating the railways con- 
fined its activities almost entirely to rail- 
way operations. Everything else was 
decentralised, being undertaken either by 
subsidiary companies, responsible for their 
own finances and maintenance, or by 
private contractors. For example, the 
porters at every station were provided 
with private contracts. Most of the repair 
work was done by subsidiary companies. 
He put forward the Dutch scheme as 
something which “we might have to con- 
sider if, under present arrangements, 
British Railways do not succeed in paying 
their way in the next year or two.” ; 

Mr. Harold Watkinson, Minister of 
Transport & Civil Aviation, said that the 
Government had backed the modernisa- 
tion plan and would commit to it about 
£1,500 million and had said that until 
modernisation paid off it would support 
the Commission and underwrite its losses 
to the tune of no less than another £250 
million of the taxpayers’ money. “We 
do not propose to increase it. We think 
that the Commission ought to have the 
normal discipline of working within the 
amount that it asked for.” 


In reply to Mr. Ernest Popplewell 
(Newcastle-upon-Tyne—Lab.), the Mini- 
ster said, “The Government takes the 


view, and I hope the Opposition does, that 
to apply a subsidy to the railways would 
be utter and complete disaster, and that 
all discipline and hope would be lost.” 
[Cries of “Why?”] “If the Opposition 
feels that the railways should be sub- 
sidised, I hope that they will say so.” 

Mr. Watkinson continued: As to the 
question of the interest charges, what has 
been said is quite right, but I am equally 
right in saying that at the moment the 
Commission is not paying interest on these 
sums. It is borrowing the money to cover 
both the principle and interest. 

In concluding, Mr. Watkinson said: “ It 
is my view—and I have never changed my 
view since I had the honour to take this 
office—that the railway service is a kind 
of partnership in which the Government 
have to play a part—partly as banker; 
partly as the responsible Minister—in 
which the Commission has to play a part, 
and in which the unions have to play a 
part. am an_ optimist about the 
future.” 


Questions in Parliament 


Accident at St. Johns 


Lord Lucas of Chilworth asked in the 
House of Lords on April 22 when it was 
Proposed to publish the report of the 
inquiry into the disaster at St. Johns. 

Lord Mancroft, Minister without Port- 
folio: Owing to the death of Lt.-Colonel 
G. R. S. Wilson, the late Chief Inspecting 
Officer of Railways, the completition of 
the inquiry into the Lewisham train 
disaster has been unavoidably delayed. 
Brigadier C. A. Langley, who has been 
appointed in his place, is nearing the end 
of his investigations, and his report will 
be published as soon as possible. 


CRAVEN BROS. (MANCHESTER) LTD. 
RESULTS.—The total ordinary distribution 
of Craven Bros. (Manchester) Ltd. is being 
reduced for 1957 to 74 per cent from the 


10 per cent paid for last year. The final 
Payment will be 5 per cent (same). Net 
Profits amounted to £114,958 (£54,152) 


after tax of £102,000 (£43,000). 
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Contracts and Tenders 


B.T.C. orders for British Railway electrification programme 


The British Transport Commission has 
placed the following orders for electrical 
equipment, for use in connection with 
British Railways’ electrification pro- 
grammes in the Eastern, London Midland, 
and Scottish Regions :— 

Fuller Electric Limited, London, 
E.17: 132 switchgear equipments (power 
supply and feeder circuit breakers) 

Switchgear & Cowans Limited, Man- 
chester, 16: 296 switchgear equipments 
(power supply and_ feeder circuit 
breakers) 

Bertram Thomas (Engineers) Limited, 
Manchester, 15: 400 switchgear isolators 


New Switchgear Construction Co. 
Ltd., Sutton, Surrey: 150 switchgear 
isolators 

Brentford Transformers Limited, 


Crawley, Sussex: 75 voltage regulators 
Foster Transformers Limited, South 
Wimbledon, S.W.19: 75 power distri- 
bution and voltage regulating trans- 
formers 
Automatic Telephone & Electric Co. 
Ltd., Liverpool, 3: supervisory control 
equipment for remote control of switch- 
gear on the Glasgow Suburban electri- 
fication 
Pirelli-General Cable Works Limited, 
Southampton: 6,500 yd. of cable, with 
sealing ends and joints 
Johnson & Phillips Limited, London, 
S.E.7: 8,000 yd. of cable 
W. T. Glover & Co. Ltd., Manchester, 
17: 31,000 yd. of cable, with sealing 
ends and joints 
Scottish Cables Limited, Renfrew: 
12,800 yd. of cable, with joints 
W. T. Henley’s Telegraph Works Co. 
Ltd., London, E.C.4: 30,000 yd. of 
cable, with sealing ends and joints. 
The electric switch gear will be installed 
to control high-voltage a.c. supplies from 
the national grid, and that intermediate 
points along the lines to be electrified to 
section electrically the overhead track 
equipment. 


British Railways, North Eastern Region, 
have placed the following contracts : — 

Dow-Mac (Products) Limited, Stam- 
ford: manufacture of deck units for 
short span occupation bridges 

G. Cohen Sons & Co. Ltd., London: 
one Jones KL, 10-10 mobile crane 

A. Robinson (Contractors) Limited, 
Middlesbrough: modernisation forward- 
ing shed and new toilets and messrooms, 
Stockton Goods Shed 

Coventry Climax Engines Limited, 
Coventry: two diesel fork lift trucks, 
Shildon 

Spooners (Hull) Limited, Hull: office 
accommodation, Thornaby Station 

Ormerod Shapers Limited, Hebden 
Bridge: one 14 in. slotting machines, 
Darlington Faverdale Works 

Kendall & Gent Limited, Manchester : 
one single-head screwing machine Kenco 
model 3-2, Darlington Faverdale Works 

S. H. Heywood & Co. Ltd., Man- 
cheseter: eledtric lighting installation, 
Middlesbrough Marshalling Yard. 


The Special Register Information Ser- 
vice, Export Services Branch, Board of 
Trade, reports that the call for tenders for 
diesel-electric locomotives, passenger car- 
riages, and wagons for Pakistan, recorded 
in last week’s issue, is for the shipment 
only, and not for the manufacture and 
supply, of the equipment. 


The Special Register Information 
Service, Export Services Branch, Board of 
Trade, has received calls for tenders as 
follow :— 

From South Africa: 

17 items of armature coils for electric 
locomotives. 

The issuing authority is the Stores 
Department, South African Railways. Bids 
in sealed envelopes, endorsed “ Tender No. 
7205: Armature Coils,’ should be 
addressed to the Chairman of the Tender 
Board, P.O. Box 7784, Johannesburg. The 
closing date is May 16, 1958. The Board 
of Trade reference is ESB/10188/58. 


60 sets of main motor armature coils 
(49 per set) for class 1E electric loco- 
motives based on the following com- 
binations : — 

(a) to NEMA index HHHX. having 
silicone double fibre glass machine 
wrapped coils with tinned ends 

(b) to NEMA index HHHX. having 
silicone bonded glass backed mica taped 
conductors with tinned ends 

(c) any other class “H” insulation 
silicon bonded 

(d) class “ B” insulated coils 

60 sets of complete insulation kits 
for the insulation of the armature coils 
including recommended solder for the 
soldering of the commutator risers in 
conformity with the above class “H” 
coil combinations. 


The issuing authority is the Stores 
Department, South African Railways. 
Bids in sealed envelopes, endorsed 


“Tender No. C.7228: Armature Coils,” 
should be addressed to the Chairman of 
the Tender Board, P.O. Box 7784, Johan- 


nesburg. 

The closing date is May 23, 1958. 
The Board of Trade _ reference is 
ESB/10510/58. 


From Iran: 

100 sets of points, complete, of heavy 
U33 rail, with a radius of 300 m. (50 
points right-hand and 50 points left- 
hand) 

150 sets of points, complete, of heavy 
U33 rail, with a radius of 190 m. (75 
points right, hand, 75 points left-hand). 
The issuing authority is the Iranian 

State Railways. The tender No. is 
36/1806. Bids should be sent to the 
Secretary of the Adjudication and Con- 
tracts Commission, Iranian State Railways 
(Procurement Department), Teheran. The 
closing date is June 15, 1958. The Board 
of Trade reference is ESB/10717/58. 


From Australia: 

200 colour light signal operating mech- 
anisms, searchlight type, with single lens 
system 

75 deflecting cover glasses for 20 deg. 
spreads 

36 glass bases for mechanisms. 

The issuing authority and address to 
which bids should be sent is the Secretary 
for Victorian Railways, Railways Admini- 
stration Offices, Melbourne, C.l. The 
tender No. is 61,304. The closing date is 
May 14, 1958. The Board of Trade ref- 
erence is ESB/11008/58. 


Further details regarding the above 
tenders, together with photo-copies of 
tender documents, can be obtained from 
the Branch (Lacon House, Theobalds 
Road, W.C.1.). 





Notes and News 


Further London Office for Thos. Cook & 
Son Ltd.—A further office in London of 
Thos. Cook & Son Ltd. is to be opened 
on May 5 at 11, Great Cumberland Place, 
Marble Arch, W.1. This brings the total 
number of Cook’s offices in the world- 
wide organisation to 394. 


Geo. Salter (Springs) Pty. Ltd.—The 
Australian subsidiary of Geo. Salter & 
Co. Ltd. has changed its name from 
Whitelaw Springs Pty. Ltd. to Geo. Salter 
(Springs) Pty. Ltd. The company’s 
address, Grosvenor Street, Abbotsford, 
Melbourne, N.9, and telephone number 
(JB.2729) are unchanged. 


Furniture Van Falls on_ Train. 
empty three-ton furniture van crashed 
through a wooden fence at Wormit, Fife, 
on April 21, and fell 30 ft. over an 
embankment on top of a Tayport-Dundee 
train which was emerging from a tunnel 
50 yd. from Wormit Station. The van 
fell on the unoccupied fifth coach of the 
six-coach train, knocking a hole through it 
and breaking windows. The driver of the 
van and passenger were injured. 


World Railway Speed Record.—Reference 
was made on page 415 of our April 11 
issue to the world speed record for a train, 
205-6 m.p.h., achieved on March 28, 1955, 
by a French National Railways Alsthom 
Co-Co electric locomotive No. 7017 be- 
tween Lamothe and Morcenx. For the 
sake of complete accuracy, it should be 
stated that, as was recorded by us at the 
time, a M.T.E. Bo-Bo locomotive, No. 
9004, equalled this performance next day, 
March 29, in the same conditions. 


Battery Railcar in Scotland.—In our issue 
of April 4, reference was made, in the 
description of the twin-car battery railcar 
for British Railways, to the batteries with 
which the set, now in trial service on the 
Aberdeen-Ballater line in the Scottish 
Region, is equipped. Totalling 216 
lead-acid cells and with a voltage of 440 
and capacity of 1,070 A.-hr., these bat- 
teries are carried in two _ half-sections, 
each weighing some 8 tons, under the 
vehicles. The neseraasenes of the cradle 
housing for the batteries is such that they 
can be partially withdrawn for mainten- 


Battery railcar, showing cradle housing for the batteries in the 


closed position 
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ance and inspection. This is seen in the 
accompanying illustrations, which show 
the cradle in the closed and open positions 
for service running and maintenance 
respectively. 


D. Napier & Son at Hanover Trade Fair. 
—D. Napier & Son Ltd. is represented at 
the Hanover Trade Fair which opened on 
April 27 and closes on May 6. Exhibits 
will relate to the Deltic high-speed diesel 
engine, the Napier range of turbo-blowers, 
and Napiercast high precision castings. 
These include the Deltic 18-cylinder 
Series II engine, various models of ships 
which incorporate the Deltic engines, and 
also a sectioned model of the Deltic loco- 
motive. Specimen castings produced by 
the Napiercast process are also on show 
in a display cabinet. 


Smiths Exhibits at the Mechanical Hand- 
ling Exhibition.—Products on display at 
the Smiths stand at the Mechanical Hand- 
ling Exhibition, Earls Court, May 7-17, 
will include industrial hydraulic equipment, 
industrial magnetic particle couplings and 
combustion heating equipment. ‘The first 
mentioned will cover power-driven and 
hand-operated pumps, hydraulic valves and 
jacks; for space heating requirements, the 
Smiths 50 ASM self-contained combustion 
heater will be displayed. This is designed 
for operating on mains, 12- or 24-V. 
systems and using paraffin or diesel oil 
as fuel. Similar models to this have been 
used in British Railways diesel railcars. 


New Stage in Paris-Lille Electrification.— 
The formal inauguration has taken place 
of electrification from Longueau to Douai 
in the Northern Region of the French 
National Railways. This is the third stage 
to be completed of the Paris- Lille 50-cycle 
scheme, the previous conversions having 
been from Valenciennes to Somain and 
Douai (see our June 7, 1957, issue), and 
Douai to Lens via Ostricourt. The Douai- 
Arras-Longueau section is some 62 miles 
long. After the completion in May of the 
sections from Ostricourt to  Lille-St. 
Sauveur, and from Longueau to the 
marshalling yard at Amiens, express goods 
trains will be electrically hauled between 
Lille and Amiens. This summer the pas- 
senger station at Lille is due to be electri- 
fied, which will make it possible to work 
a certain number of passenger trains by 
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electric locomotives between Lille and 
Longueau. Ordinary goods traffic from 
the mines and steel works in the Valen- 
ciennes area is already hauled electrically 
throughout to Longueau. 


Lightalloys Limited Products for Type 
“4” Diesels—We are informed that 7 
the roof hatches, cab entrance doors and 
end _inter- communicating doors of the 
driving compartments of the a English 
Electric-Vulcan Type “4” 2,000-h.p. 
diesel-electric locomotives for British Rail. 
ways were supplied by Lightalloys Limited, 
These locomotives, which were described 
in our last week’s issue, are to work on 
the Eastern Region; five are to operate on 
the Great Eastern Section, and five on the 
Great Northern. 


“ Safe Transit ” Exhibition Coach on L.M. 
Region.—On April 29, at Euston, Britain’s 
Railway Queen for 1958 opened an ex- 
hibition coach furnished in connection 
with the London Midland Region’s “ Start 
Right,” “Keep Right,” “End Right” 
campaign. Exhibits had been chosen to 
show how “smalls,” either by initial care- 
less packing or subsequent mishandling or 
both, could arrive at destination in a 
damaged condition. Also included was a 
display of equipment designed to prevent 
accidents. These included a_ portable 
lighting set for use inside the luggage van; 
precautionary labels; rubberised protective 
tubing; straw pads; strong canvas bags; 
tarpaulins for securing barrels and for pre- 
venting entrance of damp; pulp containers 
internally shaped to receive special con- 
signments; strong nets, and several designs 
of the “serrated scotch ’’”—a generic term 
covering a shaped block of wood mounted 
on metal teeth calculated to prevent slid- 
ing. The coach will be on show to goods- 
handling railwaymen and women through- 
out Britain. Among literature available 
was a guide to the handling of traffic at 
passenger stations; two illustrated leaflets 
listing possible causes of accidents, and 
several colourful and forceful posters. 
There was also a supply of proforma 
blanks and accompanying gummed 
envelopes for staff suggestions. Mr. 
David Blee, General Manager of the 
London Midland Region, who introduced 
the Railway Queen, stressed the import- 
ance of goodwill in maintaining and 
recapturing pre-war business and _ stated 


Cradle housing for the batteries partially withdrawn for 


maintenance and inspection 
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that the Region could not afford to wait 
for the introduction of the promised 
benefits to be expected from impending 
modernisation. Miss Teresa Boyden, the 
Railway Queen, also stressed the import- 
ance of goodwill, on which rested the con- 
fidence of the public in rail transport as 
a whole. 


Yale Equipment at the Mechanical Hand- 
ling Exhibition—A range of the com- 
pany’s fork lift and low lift trucks, hand 
and electric hoists, are to be displayed on 
Yale & Towne Manufacturing Company 
stand at the Mechanical Handling Exhibi- 
tion at Earl’s Court. Also at the Exhibi- 
tion, three new Yale attachments will be 
fitted to Series 51 rider trucks. These are 
the “rotating head” which permits bins 
to be discharged by inversion, ingots to 
be manipulated, and so on; the “side 
shift” which enables truck operators to 
place loads accurately without undue 
maneuvring; and a “ pusher” that makes 
possible the unloading of many kinds of 
materials without manual handling. 


Exhibition of Industrial Portable Safety 
Lamps.—The current range of portable 
industrial lamps produced by Nife Bat- 
teries Limited, of Redditch, Worcs, the 
result of considerable experience in manu- 
facturing this type of equipment, was on 
show at an exhibition in London held 
during last week. The hand, head and 
portable lamps are all powered by the 
Nife nickel cadmium steel-alkaline bat- 
teries. Because of their robust construc- 
tion, safety and ability to function after 
long periods of standing these lamps have 
applications in many industries, including 
particularly railways. They range from 
an all-purpose inspection lamp to what is 
stated to be one of the most powerful 
handlamps ever produced. 


Metropolitan-Vickers at the Mechanical 
Handling Exhibition. — Metropolitan- 
Vickers Electrical Co. Ltd. will occupy a 
stand at the Mechanical Handling Exhibi- 
tion to be held at Earl’s Court, London, 
on May 7-17. A principal exhibit will be a 
twin-motor hoist control system for 
cranes; other exhibits will include 
squirrel-cage motors, a capacitor-start in- 
duction motor, Perigrip brakes, Magistor 
photo-transistor relays, the Type TSA 
circuit-breaker and control station push 
buttons, selector switches, and indicating 
lamps. A demonstration model of an 
experimental Metropolitan-Vickers brush- 
less spherical motor will also be shown on 
the stand of the Electrical Development 
Association at the exhibition. 


Measuring Wheel for Electrification 

emes.—The London Midland Region 
of British Railways is using a_ special 
measuring wheel to assist in determining 
the length of signalling cables required in 
connection with the electrification of the 
main line between Crewe and Manchester. 
The machine is graduated in divisions of 
6 in. and is accurate within 6 in. in 999 yd. 
It was manufactured by Smiths Industrial 
Instruments Limited to the requirements 
of the Signal Engineer of the Region. The 
accompanying illustration shows the wheel 
Placed on the head of a rail; it is suitable 
for use either on a rail or on any smooth 
ground which corresponds to the length 
of cable required. 


Alan Muntz & Co. Ltd. Moves to 
Feltham.—Now that Alan Muntz & Co. 
Ltd., licensors of the Pescara free-piston 
€ngine system for the British Common- 
wealth, has completed the development 
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work on two sizes of gasifyer and one 
compressor, which are all now in pro- 
duction by its licensees in this country, it 
is reorganising its research, development 
and design activities. In addition to pro- 
viding the essential continuing liaison and 
co-ordination services, it will deal mainly 
with special problems of utilisation and 
design, and first-stage development work; 
test work on fuels and lubricating oils will 
also be undertaken. This re-organisation 
has involved some reduction of machine- 
shop requirements and will enable all the 
company’s activities to be carried on at 
one location. Accordingly, the Hounslow 
offices will be closing down and trans- 
ferring to the Feltham works during the 
course of the next few weeks. 


Increased Profits for British Timken 
Limited.—The group net profits of British 
Timken Limited, for 1957 show an increase 
of over £90,000 and the directors are main- 
taining the total ordinary distribution at 
10 per cent on the increased capital. They 
recommend a final dividend of 5 per cent 
on the capital increased to £4 million, by 
an issue of shares for cash. An interim 
of 5 per cent has already been paid on 
the smaller capital of £3 million. Group 
profits amounted to £872,681 (£779,541) 
after tax of £903,087 (£755,825). General 
reserve is allocated £435,000 (£510,184) 
and £100,000 (nil) is transferred to the 
reserve for contingencies. The carry for- 
ward/ is increased to £281,700 (from 
£238,212). 


North Eastern Area Board Tour of Tees- 
side——Mr. T. H. Summerson, Chairman, 
and Members of the North Eastern Area 
Board, with Mr. A. R. Dunbar, Assistant 
General Manager, North Eastern Region, 
and departmental officers, recently visited 
installations on Tees-side. The accom- 
panying illustration shows the party in- 
specting the motive power depot now 
nearing completion at Thornaby-on-Tees. 
In the group are (left to right): Mr. A. R. 
Dunbar, Assistant General Manager: Mr. 
T. H. Summerson; Mr. H. Petty, 
Regional Motive Power Superintendent; 
Colonel J. S. B. Gentry, General Manager, 
Tees Conservancy Commission; and 
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Measuring wheel used in the L.M. 
Region to assist in determining the 
length of signal cables 


Mr. L. H. McRobert and Dr. A. S. 
Armit, Members of the Area Board. 


New Beyer Peacock Company Formed.— 
Mr. Harold Wilmot, Chairman of Beyer, 
Peacock & Co. Ltd., in his annual review 
of the year 1957 states that a new com- 
pany has been formed, called Beyer Pea- 
cock (Hymek) Limited. Half the equity 
will be held by Beyer, Peacock & Co. 
Ltd., and the other half by Armstrong 
Siddeley Development Company, a sub- 
sidiary of the Hawker Siddeley Group. 
The new company will build diesel- 
hydraulic locomotives and diesel-mechani- 
cal shunters. 


Skefko Ball Bearing Co. Ltd. Dividend.— 
With a net profit of £596,885 for the past 
financial year compared with £442,791 for 
the previous year, the final dividend of the 
Skefco Ball Bearing Co. Ltd. has been 


The Chairman and Members of the North Eastern Area Board inspecting the 
Thornaby motive power depot, under construction at Thornaby-on-Tees 
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determined at 9 per cent (74 per cent) on 
capital increased to £4-5 million besides 
an interim 24 per cent (same) on £4 
milion capital. Fixed assets are £2,966,846 
(£2,560,229), net current assets £6,948,378 
(£6,575,521), and capital reserves £477,929 
(£638,793). 


G. D. Peters & Co. Ltd. Results——G. D. 
Peters & Co. experienced a substantial rise 
in turnover in the year ended Decem- 
ber 28, 1957. The flow of orders also 
increased and now stands higher than ever 
before. Consolidated profit increased 
from £206,219 to £303,201, and net profit 
from £79,391 to £124,988. A dividend of 
10 per cent (74 per cent), and a one-for- 
three scrip issue is proposed. 


Private Exhibition of Intermit Filters at 
Coventry.—A_ private exhibition by 
Intermit Limited of filtering media for the 
removal of solids from air, other gases, 
and liquids was held recently at the 
Hotel Leofric, Coventry. Equipment 
on show included Far-Air, Rotonamic and 
Strylon filters for which the company is 
responsible either for manufacture in this 
country or, in the case of the last named, 
distribution. 


Davis & Timmins Limited.—The net profit 
of Davis & Timmins Limited, makers of 
screws, nuts, and bolts, for the year ended 
December 31, 1957, was £103,791 (com- 
pared with £136,694 for the previous 
year), and includes £32,000 transferred 
from stock contingency reserve in respect 
of actual and contingent stock losses 
during the year. A final payment of 
12 per cent (15 per cent) reduces the 
dividend to 18 per cent. 


Stein & Atkinson Rotary Melting Fur- 
naces.—The manufacture of rotary and 
end tilting rotary melting furnaces by Stein 
& Atkinson Limited is to be terminated, to 
increase the capacity of the company for 
dealing with its heavy order book for 
other furnace types. All the drawings and 
designs have been acquired by the Mano- 
meter Manufacturing Co. Ltd., Savoy 
House, 115-116, Strand, London, W.C.2. 
Stein & Atkinson will, however, continue 
to manufacture its extensive range of other 
furnaces which includes its special lip- 
axis tilting types. 


Festiniog Railway Society Special.—For 
its annual general meeting at Portmadoc 
on Saturday, April 26, a special train was 
run by the Western Region for the 
Festiniog Railway Society. The eight 
bogies (269 tons tare, 290 tons gross) in- 
cluded four of the experimental prototype 
coaches recently placed in service on 
British Railways to test passenger reaction. 
The special left Paddington at 7.40 a.m., 
and headed by the veteran 4-4-0 loco- 
motive City of Truro called at High 
Wycombe, Birmingham Snow Hill, Wolver- 
hampton Low Level and Shrewsbury, 
reaching Ruabon, 178 miles. in 
4 hr. 18 min. en route to Minffordd. On 
the Festiniog Railway, all seven bogie 
coaches so far made serviceable were used 
to convey the party to Tan-y-Bwlch, to 
which point the service has been restored. 
The train was hauled by the Fairlie loco- 
motive Taliesin, built in 1885 and rebuilt 
last year. 


Salter Weighing Instruments at Mechani- 
cal Handling Exhibition—Advantages of 
using its crane weighers will be stressed by 
Geo. Salter & Co. Ltd., of West Bromwich, 
at its exhibit at the Mechanical Handling 
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Exhibition, Earls Court, May 7-17. This 
apparatus enables all kinds of loads to be 
weighed as they are being lifted and 
moved. In standard fotm the crane 
weighers are available in different capaci- 
ties up to 100 tons. The Salter display 
will also include platform weighing 
machines for industrial use, roller bear- 
ings, including the Ahlberg & Aetna 
American bearings for which they hold 
the British agency, retaining rings and 
springs. 


Same Dividend for Davies & Metcalfe 
Limited.—The same dividend as for last 
year of 20 per cent. is being recommended 
by the directors of Davies & Metcalfe 
Limited. The net profit for the last 
financial year is £28,580 (£6,971); current 
assets are £279,010 (£232,591) and liabili- 
ties £128,909 (£105,734). 


Unchanged Dividend for Butterley Co. 
Ltd.—The Butterley Co. Ltd. is making an 
unchanged total distribution of Is. a share, 
not subject to tax, for 1957. The group 
profits were £81,336, compared with 
£78,728 for the previous year, after tax 
of £35,523 (£63,144). After allowing for 
a loss incurred on activities of a depart- 
ment of £73,739 net, net group profits were 
£7,597 (£78,728). Total profits were 
£57,162 (£95,641), all attributable to the 
parent company. 








Forthcoming Meetings 


May 7 (Wed).—Electric Railway Society, 
at the Fred Tallant Hall, 153, Drum- 
mond Street, London, N.W.1, at 
7.15 p.m. “ Pot-pourri,” a selection 
of short talks of electric railway in- 
terest. 

May 9 (Fri.) to May 11 (Sun.)}—Perma- 
nent Way Institution, London Section. 
Visit to Essen, at the invitation of 
Verband Deutscher Eisenbahn-Ingen- 
ieure E.V. 

May 10 (Sat.).—Permanent Way Institu- 
tion, Leeds & Bradford Section. Visit 
to the Forth Bridge and a modern 
marshalling yard near Edinburgh. 

May 10 (Sat.) to May 18 (Sun.).—Railway 
Students’ Association, annual conven- 
tion in Switzerland. 

May 12 (Mon.) to May 15 (Thu.).—Insti- 
titution of Locomotive Engineers. 
Summer meeting in Northern Ireland 
and Eire. 








Railway Stock Market 


Despite the stimulus to stock market 
sentiment provided by the budget, the 
volume of business in industrial shares 
has shown no marked improvement. In 
fact, profit-taking made itself felt and part 
of recent gains was lost as a result, though 
on the other hand, little selling has been 
in evidence. Buying tended to be much 
more selective in most sections, but 
British Funds have continued under the 
influence of lower bank rate hopes. The 
consideration which is an important talk- 
ing point is that, despite the lower level of 
profits tax, dividend increases for the 
current year seem likely to be the excep- 
tion, but most companies probably have 
good prospects of keeping their distribu- 
tions at last year’s rates. On the latter 
basis, yields generally are quite reason- 
able, though perhaps not all that attractive 
in many cases now that share prices have 
improved in recent weeks. A factor which 
is keeping buyers cautious in stock markets 
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at the present time is still the fear ¢ 
world trade will decline sharply this 

if the recession continues in the 
Moreover, the appearance of new i 
even though they are mostly rights off 
confined to shareholders, and the prospg 
of many more to come over the next fe 
months, are factors which tend to pr 
investors from investing in existing seg 
ties for the present. New issues often of 
better prospects of an immediate cap 
gain, as they frequently go to a premix 
over the issue price. 

Foreign rails have again been quiet, 
little business passing, but Antofaga 
became slightly more active, though @ 
ordinary stock eased on balance to ff 
which compares with 174 a week ago; th 
preference stock kept at 35. a 

Canadian Pacifics reflected the bette 
trend recently in evidence on Wall Street 
and as compared with a week ago, im 
proved from $454 to $464, but the 4 p 
cent preference stock eased to 524 and the 
4 per cent debentures to 674. White Pas 
shares were fractionally lower at $13# 
Peru Transport “B” shares kept at $}. 7 

Costa Rica ordinary stock has chang 
hands at 18 and the 64 per cent fir 
debentures at 71. Chilean Northern 5 pe 
cent first debentures marked 38. Business 
up to 6 was recorded in Brazil Railway 
bonds, while in other directions, United g 
Havana income stock kept at 53, and 
consolidated stock at 13. Elsewhere, 
Paulo Railway 3s. units held their rece 
improvement to 2s. 3d. “ middle” 
changed hands up to 2s. 6d. On the oth 
hand, Mexican Central “A” bez 
debentures eased further to 664. 

Hopes of speeding up the railwa 
modernisation programme failed to he 
shares of locomotive builders ag 
engineers, though G. D. Peters remained 
under the influence of the chairman’s n 
about the good order book, and at 31s. 
fully maintained last week’s rise. B 
Peacock 5s. shares further strengthened 
from 8s. 44d. to 8s. 6d., but Birmingh 
Wagon eased slightly to 16s. 104d. Wagon 
Repairs 5s. shares at 13s. and Gloucester 
Wagon 10s. shares at 13s. 3d. were Vite 
tually the same as a week ago. 4 

Westinghouse Brake at 38s. 3d. mo 
than held their recent advance. Nort 
British Locomotive have been steady 
13s. 3d. In other directions, Babcock 
Wilcox at 48s. 9d. strengthened under 
influence of the financial results, 
Vickers at 32s. 9d. also again reflecte 
satisfaction with the past year’s figures 
while elsewhere, Cammell Laird 5s. sha 
at 8s. 74d. responded to the raising of t 
dividend from 14 per cent to 15 per cent 
British Timken were 49s., but Alf 
Herbert at 68s. 9d. lost part of their recent 
good advance, and T. W. Ward eased & 
75s. 9d. British Oxygen, too, lost a few 
pence at 34s. 6d. Shares of the Dow# 
Group at 34s. 9d. showed firmness, as did 
Pressed Steel 5s. shares at 15s. : 
Associated Electrical eased 6d. at 50s, 2 
General Electric moved lower on balane 
at 32s. 9d. English Electric 55s. 9d. we 
the same as a week ago. 








OFFICIAL NOTICES © 


THE Proprietors of British Patent No. 723206 
prepared to sell the Patent or to license Britis 


manufacturers to work thereunder. It relates 

“Improvements in Coupling Devices for Railroa® 
Vehicles.”—Address: Boult, Wade & Tennant, 1% 
Hatton Garden, London, E.C.1. 





BouND VOLUMES.—We can arrange for read 

copies to be bound in full cloth at a dl 
of 25s. per volume, post free. Send your co! 
the SUBSCRIPTION DEPARTMENT, Tothill Press, Limil 
33 Tothill Street , London, S.W.1. 
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